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Corporations 


The authority to conduct corporate business issues 
from the people through laws passed by their state legis- 
latures. It is assumed that this was regarded the best 
method for promoting commercial development. 

Now that the question of regulating these industries 
authorized by the people is of moment, there is a nicely 
and clearly defined principle of equity involved. 

It is a public duty to recognize the responsibility 
of the people for corporate life and expansion, and in 
any regulation to realize that it is only proper to seek 
& reasonable competition in the exchange of staples and 
freedom from monopolies. It is impossible to consider 
the business as susceptible to confinement or restraint 
Within a state. In our financial and trade relations we 
are no longer a federation of states with local interests 
first; we are a commercial nation with local interests 
incidental only to our general welfare. 

We must, too, accept responsibility for the present 
type of industrial expansion in that our lawmakers of 
the past gave us statutes in many cases with no _ pro- 
phetic eye. The present incumbents of office must be 
held to a stricter regard for duty, legally, wisely and 
Sanely, but with no confiscatory nor socialistic methods. 
Radical opinions involving these creeds will prove an 
economic boomerang. We at all times decry monopolies, 


but they ought not to be succeeded by any communistic 
Substitutions. 
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A NON-SECTARIAN SERMON 


Addressed to Whom It May Concern and Without 
Prejudice as to Application 








When time is moving slowly and you’re not in touch with luck, 
if the very base of business seems to shake, 
Don’t take a word of kindness as the customary muck, 


PD} 


Please believe a friendly pencil’s not a rake. 

Washington, D. C., August 12.— 
It is a trite saying that public confi- 
dence is at the base of all business 
prosperity, but there are times when 
this feeling of approval is either ab- 
sent or circumscribed. It may be a 
loss of confidence in business condi- 
tions generally and this means busi- 
ness depression in all lines, and is 
the most unfortunate state of affairs 
we ever face. Another phase is lack 
of faith in the methods of specific lines of commerce 
and industry, while others retaining public approval pro- 
ceed in a normal way. Whenever any ailment becomes 
serious in our economic structure, it has become a habit 
to call in the national physician composed of the Con- 
gress of the United States to diagnose the trouble and 
name the remedy for the disease. 

In human ailments there appear periods of indisposi- 
tion that are the result of indiscretion, and these are 
often of a character to be cured by voluntary reforms 
restoring the moral tone, and without the service of a 
physician. It may be that retiring from a season of 
revelry and resuming a sane and normal path is the way 
to a permanent cure. 

It is becoming more a matter of personal attention 
now, this question of the physical well-being of the in- 
dividual, and the country over the more intelligent ele- 
ment is taking care of its health. If the more influential 
men in business were willing to look into the value of 
applying this principle to industrial and commercial life, 
our belief is that the national doctor might often be 
dispensed with. Certainly many less prescriptions would 
se entered in the federal books, for that purpose, the 
congressional records. There are, of course, certain ail- 
ments ignored so long that chronic conditions exist, and 
the most efficient and capable professional service is a 
necessity. Enough, however, is now known by humanity 
in reference to its proper care for maintaining normally 
healthy conditions, to greatly minimize the dangers from 
disease. Enough is also now known of how the applica- 
tion of the moral law in business affairs can create com- 
mercial health, to obviate the necessity of the govern- 
ment intervening to refresh the memory by specific stat- 
utes, plainly carrying the principles handed down in the 
tablets of stone. In a measure these processes are al- 
ways faulty and imperfect, because they cannot elimi- 
nate the factor of personal and local selfishness. 

Public confidence is always the more secure when 
based upon the belief that there is an individual and 
corporate acceptance of the precept that what are the 
nominal owner’s possessions must be so by no technical 
method nor defective title. Power and influence must 
always have a say in governmental affairs, and, when 





strictly within lines of fair compensation and a reason- 
able distribution of results, commerce and trade ou 
to be unhampered by unhecessary legal restraint. 
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It is well to remember in times of social and polit- 
ical evolution that power and influence are never supe- 
rior to vox populi, and that their permanency is based 
on popular approval. To all of those who may fret 
about restraints and prophesy a future of socialism and 
government ownership of railways, who may think cor- 
porations are facing oppressive laws in the attempt to 
secure greater publicity in their operations and to sanely 
inquire into how far the consumer may be oppressed by 
monopolistic conditions that are artificial, we recommend 
some careful reflection in how far are returns as ob- 
tained in the past along lines of reasonable competition 
and in how far are proper considerations taken into ac- 
count, concerning opportunity given by the government 
for rational and liberal expansion. Because important 
interests have much power do not hastily say they should 
be unrestrained, nor, because they have some, say they 
should have none at all, but reason that power must 
be accompanied by wisdom to be beneficial. 

At the present time, the wisdom and foresight to 
relinquish the policy that is not properly in tune with 
a fair and decent regard to moral obligation is one of 
the best ways to prevent so-called hostile legislation. 
This is certainly as true in our corporate life as in in- 
dividual paths, and to those in corporate circles is now 
put the problem of determining, for the purpose of har- 
mony, the length of the co-operative steps they will volun- 


tarily take, in advancing better conditions, and making ~ 


unnecessary many propositions for new laws. 

We often are frightened by those things we know 
little about and have no fear of those things we are 
familiar with, and possibly publicity has all the protec: 
tion a large business requires. If there is no protection 
to be anticipated by publicity, possibly the business 
needs some reorganization. W. B. B. 


Gould-Japanese Pact Made 


It is understood that a traffic alliance between the 
Western Pacific railroad and the Toyo Kisen Kaisha 
Steamship company is to be made. Announcement has 
also been made that the contract between the Japane 
steamship line and the Southern Pacific will be ter- 
minated, the agreement, it is understood, to end in 
January, 1911. 

Report has it that the Gould-Jap pact is the opening 
gun in a strong campaign by the new transcontinental 
system for export business through the Pacific gateways. 
Not only will trade with Nippon be sought, but traffic 
with the Chinese and Philippines will also be strongly 
bid for. To obtain the lion’s share of this traffic, it is 
understood that the Western Pacific proposes to return 
to the old import and export rates maintained by trans- 
continental lines prior to the ruling of the Interstate 
Commerce Commission that inland proportionals of for- 
eign rates had to be stated in the tariffs of the carriers. 
Since this ruling, the inland prooprtionals have gen- 
erally been about the same as the domestic rates to the 
ports. The Canadian Pacific, however, has continued to 
make a strong bid for this business through its ports, 
and the opening of the Puget sound extension of the 
St. Paul system saw the inauguration of another cam- 
paign for the foreign business. The C. M. & P. S., how- 
ever, later withdrew its low rates on the bulk of the 
traffic, adopting charges similar to those maintained by 
the other transcontinental lines. 
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Interstate Board Hands Down Rulings in Contesteg 
Cases 








Rates on Cypress Lumber Condemned 


OPINION NO. 1381 
No.: 2691. 
(19 I. C. C. Rep., 348.) 
FREEMAN LUMBER COMPANY 
vs. 
LOUIS, -IRON MOUNTAIN & SOUTHERN 
WAY COMPANY ET AL. 


Submitted March 17, 1910. Decided June 10, 1910 

Rates on cypress lumber from Gleason, Ark., to points reached 
by lines of defendants in Missouri, Kansas, [llinois, Ne- 
braska, Iowa, etc., found unreasonable. Reasonable rates 
prescribed for the future. 


G. H. Lowry for complainant. 


James C. Jeffery, H. J. Campbell and Charles E, 
Perkins for defendants. 


ST. RAIL- 


Report of the Commission. 
CLARK, Commissioner: 

The complainant corporation is engaged in 
manufacture, sale and shipment of cypress and hard- 
wood lumber. Its mills are located at Gleason, Ark., 
a station on the line of defendant St. Louis, Iron Moun- 
tain & Southern Railway company. 

Complainant alleges that defendants’ rates on cy- 
press and hardwood lumber from Gleason, Ark., to all 
pointes named in Missouri Pacific system tariff No. 
1403, Southwestern lines No. 50, I. C. C. No. 587, and in 
Missouri Pacific system tariff No. 4929, I. C. C. No. 
5504, are unjust and unreasonable and unduly discrimi- 
natory, and that defendants’ adjustment of rates on the 
same commodities, from territory in northeastern Ar- 
kansas, which is hereinafter more particularly described, 
when compared with defendants’ adjustment of rates 
from Gleason, Ark., to the same destinations, creates 
unjust discrimination against complainant and its traffic 
in cypress and hardwood lumber from Gleason, and 
gives undue preference to the points in northeastern 
Arkansas. 

While the allegations of the complaint put in issue 
the rates on cypress and hardwood lumber from Glea- 
son to ali points of destination named in the tariffs 
hereinbefore specified, complainant’s real grievance, as 
disclosed at the hearing, is against certain advances 
made by defendants in their rates on cypress lumber 
from Gleason to Kansas City, Mo., and other Missouri 
river crossings, and points in the same territory; and 
also against certain advances made by defendants in 
their rates on both cypress and hardwood lumber from 
Gleason to certain Mississippi and Ohio river crossings, 


, 
the 


taking St. Louis, Mo., and Cairo and Thebes, IIl., as 
representative. Complainant does not in fact complain 
of or assai] defendants’ rates on hardwood lumber 
from Gleason to western points, taking Kansas City as 
representative. 

Gleason, Ark., is north of the Arkansas river, and 
approximately 35 miles northwest of Little Rock, Ark. 


on that portion of the line of the St. Louis, [ron 


Mountain & Southern running from Argenta, Ark., to 
Coffeyville, Kan. It is the only point on that division 
of said defendants’ line that produces cypress lumber 


in commercial quantities. 
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Complainant established its mills at Gleason in 
December, 1904. For some years prior to 1903 defend- 
ants’ rate on cypress lumber from Gleason and other 
points similarly situated to Kansas City, Mo., was 15 
cents per 100 pounds in carloacs, minimum weight 30,- 
00 pounds. A short time prior to the establishment 
of complainant’s mills at Gleason this rate was raised 
to 16 cents per 100 pounds, and a similar increase was 
made to all other Missouri river crossings and to other 
noints of destination in the same general territory. The 
advanced rates last referred to were in effect at the 
time complainant commenced to operate its mills, and 
were maintained without change until May 3, 1909, 
when the carriers made a general advance of prac- 
tically 4 cents per 100 pounds on cypress lumber, from 
Gleason to the various Missouri river crossings and 
points west thereof. These advances raised the rates 
to Kansas City from 16 cents to 20 cents per 100 
pounds; to Leavenworth and Atchison, Kan., and St. 
Joseph, Mo., from 17 cents to 21 cents per 100 pounds; 
to Omaha and Council Bluffs, Iowa, and intermediate 
points, from 19 cents to 23% cents per 100 pounds; 
to Lincoln, Neb., from 21 cents to 23% cents per 100 
pounds; to points between Coffeyville, Kan., Fort Scott, 
Kan., Joplin, Mo., and Kansas City, Mo., from 16 cents 
to 20 cents per 100 pounds. The rate to Wichita, Kan., 
was lowered from 25 cents to 24% cents per 100 
pounds, and to Topeka, Kan., the rate was increased 
from 21 cents to 24% cents per 100 pounds. The 
cypress lumber rates to points between St. Louis and 
Kansas City, Mo., were not raised. No changes were 
made in the hardwood lumber rates from Gleason to 
any of the points west thereof. 

Prior to the advances complained of, the rates on 
cypress lumber from Gleason to the west and northwest 
were the same as the rates on hardwood lumber; and 
generally speaking, prior to said advance cypress lum- 
ber was, for the purposes of rate making, grouped with 
the hard woods at all points north of the Arkansas 
river. It is claimed by defendants that the advance in 
the cypress lumber rate was caused by taking cypress 
out of the hardwood group and placing it in the group 
with yellow pine, but the evidence and the tariffs show 
that when cypress was taken from the hardwood group 
and placed in the group with yellow pine, the rates on 
cypress, yellow pine and hard woods from Gleason to 
the western points above referred to were all the 
same. Therefore the increases in the cypress rates were 
caused by first grouping cypress with yellow pine and 
then raising the yellow-pine rates. 

When defendants advanced their rates on yellow 
pine, they established five groups of rates, numbered 
from 1 to 5, inclusive. Taking Kansas City as an illus- 
tative destination, the rate on yellow pine from all 
Group 1 points was made 17 cents; from Group 2 
points, 18 cents; from Group 3 points, 20 cents: from 
Group 4 points, 22 cents, and from Group 5 points, 24 
cents per 100 pounds, and the same rates applied on 
cypress. 

Generally speaking, Group 5 points include all the 
territory south of the Arkansas river and the line of 
the Choctaw, Oklahoma and Gulf, from Argenta, Ark., 
to Forest City, Ark., and between the Red and Mis- 
sissippi rivers. Group 4 points include a small ter- 
titory running north from Argenta as far as Austin, 
Ark., and from Argenta as far east as Forest City, and 
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north from Forest City to Wynne, Ark. Group 3 points 
include a triangular territory, running from Diaz., Ark., 
on the St. Louis, Iron Mountain & Southern, southwest- 
erly toward Beebe, Ark., thence along the north line of 
Group 4 to Wynne, and thence northwesterly to Diaz. 
Group 2 rates apply from the territory north of Diaz 
as far as Neeleyville, Mo., thence from Neeleyville to 
Memphis, Tenn., and from Memphis to Wynne. A few 
points south of and including Forest City, Ark., take 
Group 3 rates. All points on the St. Louis, Iron Moun- 
tain & Southern, from Cadet, Mo., south as far as 
Neeleyville and east to the Mississippi river, take Group 
1 rates. All points on the St. Louis, Iron Mountain & 
Southern, from Diaz as far as Melva, Mo., on the 
branch of the St. Louis, Iron Mountain & Southern, 
running from Diaz to Carthage, Mo., and all points on 
the St. Louis, Iron Mountain & Southern, from Ozark, 
Mo., to Coffeyville, Kan., on the line running from 
Argenta, Ark., to Coffeyville, also take Group 1 rates. 
All stations on the branch last mentioned, from Russell- 
ville, Ark., west to Altus, Ark., take Group 2 rates, and 
all points on the same branch, from Coal Creek, Ark., 
to Russellville, Ark., including Gleason, take Group 3 
rates. 

As before observed, Group 2 rates, on the line of 
the St. Louis, Iron Mountain & Southern running from 
Argenta, -Ark., to Coffeyville, Kan., apply approximately 
from Russellville, a point about 40 miles west to Glea- 
son. Group 2 rates apply from Russellville as far west 
as Altus or Ozark, a distance of approximately 40 
miles; but with the exception of Gleason, there is no 
point on that portion of the line of the St. Louis, Iron 
Mountain & Southern that produces cypress lumber in 
commercial quantities. The application of the Group 2 
rates from Russellville was apparently the result of 
arbitrary action, as defendants do not contend that 
any reasons existed for establishing the Group 2 rate 
from that point except that in fixing the lines of the 
group some point had to be taken. Group 2 rates apply 
from the territory hereinbefore mentioned, northwest of 
Memphis as far as Neeleyville, and southwest from 
Neeleyville as far as Diaz, and the distance from the 
points in that group, whether carried through St. Louis 
to Kansas Ciity, or through Diaz and Caythage to Kan- 
sas City, are as great if not greater than from Gleason, 
from which points defendants apply the Group 3 rate. 

Under all the facts and circumstances of the rec- 
ord, we find that defendants’ rates on cypress lumber 
from Gleason to Kansas City, and other Missouri river 
points and points west thereof, should not be higher 
than the rates now applied by defendants from Group 2 
points to Kansas City, or 18 cents per 100 pounds, in 
carloads, minimum weight 30,000 pounds: that the rates 
from Gleason to the other Missouri river points and 
points west thereof should not be more than their 
present differential above the rate from Gleason to 
Kansas City herein found to be reasonable, and that 
the rates to such other Missouri river crossings and 
points west thereof are unjust and unreasonable to the 
extent that they exceed the rate of 18 cents per 100 
pounds to Kansas City by more than their present dif- 
ferential above the Kansas City rate. This will result 
in establishing the following rates from Gleason to the 
points named: To Kansas City, 18 cents per 100 
pounds; to Leavenworth and Atchison, Kan., and St. 
Joseph, Mo., 19 cents per 100 pounds; to Omaha and 
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Lincoln, Neb., and Council Bluffs, Iowa, 21% cents per 
100 pounds, and to all points between Coffeyville, Kan., 
Joplin, Mo., Fort Scott, Kan., and Kansas City, Mo., 18 
cents per 100 pounds. 


The points above named are taken as_ representa- 
tive of the destinations named in the tariffs specified in 
the complaint, and it is expected that the defendants 
will adjust their rates from Gleascn to the other points 
named in such tariffs in harmony with this report, and 
until such adjustment is made this feature of the case 
will be held open for further action by the Commission 
if that shall be necessary. 

Prior to March 1, 1907, defendants’ rates on cypress 
and hardwood lumber from Gleason to St. Louis, Mo., 
and Cairo, Ill, had been 13 and 11 cents per 100 
pounds, respectively, but on the date last mentioned 
the St. Louis rates were raised to 15 cents and the 
Cairo 13 cents, and the Cairo rates at that 
time made applicable to Thebes. This two-cent 
advance was general throughout that territory, and also 
applied to northeastern Arkansas, which includes all 
the territory north of the Arkansas river and on and 
east of the line of the St. Louis, Iron Mountain & 
Southern. It will be observed that at that time the 
rates on cypress and hardwood lumber from Gleason 
to the points mentioned were the same and the same 
rates also applied on yellow pine. On December 12, 
1908, the rate on cypress from Gleason to St. Louis 
was raised to 18 cents and the rate on hard wood to 
16% cents per 100 pounds; and to Cairo the cypress 
rate was raised from 11 to 16 cents and the hardwood 
rate from 11 to 14% cents per 100 pounds. The rates 
last named were likewise made applicable from Glea- 
son to Thebes. On June 15, 1909, a few days subse- 
quent to the filing of the complaint in this case, the 
defendants reduced the Gleason-St. Louis hardwood rate 
to 15 cents per 100 pounds and the Gleason to Cairo 
and Thebes rate from 14% to 13 cents per 100 pounds, 
and those rates are now in effect in Missouri Pacific 
tariff, I. C. C. A-1472. 

At the time the 


rates to 
were 


defendants made the advance in 
the rates on cypress and hard woods from Gleason to 
St. Louis, Cairo and Thebes effective, December 12, 
1908, they also advanced their rates on hard wood from 
points in northeastern Arkansas along the line of the 
St. Louis, Iron Mountain & Southern from Argenta, 
Ark., north to Neeleyville, which is approximately on 
the state line between the states of Arkansas and 
Missouri. They also advanced the rates on hard wood 
from stations on the line of the St. Louis, lron Moun- 


tain & Southern running west from Diaz, Ark., as far 
as Melva, which is approximately on the state line 
between Arkansas and Missouri. The advances also 


applied to points east of the line of the St. Louis, Iron 
Mountain & Southern running from Argenta to Neeley- 
ville and up to the Mississippi river; and when de- 
fendants reduced the hardwood rates from Gleason 
St. Louis, Cairo and Thebes, 1909, they 
made similar reductions in hardwood rates to points in 


to 


on June 15, 


the territory in northeastern Arkansas, hereinbefore re- 
ferred This practically put the rates 
from all hardwood producing points north of the Ar- 
kansas to St. Louis, Cairo and Thebes on the 
same basis that existed March 1, 1907. in 
reducing the hardwood rates from Gleason to St. Louis, 


to. reduction 


river 
However, 
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hearing and a full investigation of the matters and 
things involved in said complaint having been had and 
the same having been submitted by the parties; and 
the Commission, after such full hearing, being of the 
opinion that the defendants’ rates on cypress lumber 
in carloads, minimum weight 30,000 pounds, from 
Gleason, Ark., to Kansas City and St. Joseph, Mo., to 
Leavenworth and Atchison, Kan., to Omaha and Lin- 
coln, Neb., to Council Bluffs, Iowa, to all points be- 
tween Coffeyville, Kan., and Joplin, Mo., Fort Scott, 
Kan., and Kansas City, Mo., and other Missouri river 
points and points west thereof, previously designated 
in Missouri Pacific tariff No. 1403, Southwestern lines, 
I. Cc. C. No. 587, and now named in Southwestern lines, 
I. Cc. C. No. 703, are unjust and unreasonable; and that 
defendants’ rates on cypress lumber in _ carloads, 
minimum weight 30,000 pounds, from Gleason, Ark., to 
St. Louis, Mo., and Cairo and Thebes, Ill, and other 
destinations previously named in Missouri Pacific tariff 
No. 1110, I. C. C. No, A-711, and now named in Mis- 
souri Pacific tariff, I. C. C. No. A-1472, are unjust and 
unreasonable to the extent that they exceed the rates 
on cypress lumber between the points named as here- 
inafter prescribed, and the Commission having filed 
its report containing its conclusions thereon which is 
hereby made a part hereof: 

It is ordered, That the above-named defendants be, 
and they are hereby, notified and required to cease 
and desist, on or before the ist day of October, 1910, 
and for a period of not less than two years thereafter 
abstain, from charging and collecting their present rates 
for the transportation of cypress lumber in carloads, 
minimum weight not more than 30,000 pounds, from 
Gleason, Ark., to Kansas City and St. Joseph, Mo., to 
Leavenworth and Atchison, Kan., to Omaha and Lin- 
coln, Neb., to Council Bluffs, Iowa, and to all points on 
the lines of defendants between Coffeyville, Kan., and 
Joplin, Mo., and Fort Scott, Kan., and Kansas City, Mo., 
as previously specified in Missouri Pacific system tariff 
No, 1403, Southwestern lines, I. C. C. No. 587, and now 
hamed in Southwestern lines, I. C. C. No. 703. 

It is further ordered, That the above-named de- 
fendants, and each of them, be, and they are hereby, 
notified and required to establish, on or before the ist 
day of October, 1910, and maintain in force thereafter 
during a period of not less than two years, rates for 
the transportation of cypress lumber in carloads, mini- 
mum weight not to exceed 30,000 pounds, from Gleason, 
Ark., to the points named in the following table, that 
Shall not exceed the rates specified therein: 


In cents 
per 100 
" From Gleason, Ark., to— pounds, 
ORD COI. 22), tli ie | cok hun LL ole eldheb-edite-adaeis 8 
All pants between and including Coffeyville and Joplin, - 
TED, oes ccte gd 600.066 0S86 SSE CERDCSCEUCESOS OOH Oe hOeCS 
All points between and including Fort Scott and Kansas 
CU ee MUe Si bate an bass < (eakeen peat nadrdacse'e es 18 
Leavenworth and Atchison, Kan., and St. Joseph, Mo... 19 
Omaha and Lincoln, Neb., and Council Bluffs, Iowa..... 21% 


It is further ordered, That as to the rates from 
Gleason to all other destinations named in the tariff 
last above referred to, the defendants be given an 
Opportunity to adjust the same in harmony with the 
Commission’s report herein, and that until such ad- 
justment is made this feature of the case be held open 
for further action of the Commission, if that shall be 
necessary. 


It is further ordered, That the above-named de- 


THE TRAFFIC WORLD AND TRAFFIC BULLETIN 


~ 
vr 
> 

oo 


fendants be, and they are hereby, notified and re- 
quired to cease and desist, on or before the ist day 
of October, 1910, and for a period of not less than two 
years thereafter abstain, from charging and collecting 
their present rates for the transportation of cypress 
lumber in carloads, minimum weight not more than 
30,000 pounds, from Gleason, Ark., to St. Louis, Mo., 
and to Cairo and Thebes, IIl., previously designated in 
Missouri Pacific System tariff No. 1110, I. C. C. No. 
A-711, and now named in Missouri Pacific tariff, I. C. C. 
No. A-1472. 

And it is further ordered, That said above-named 
defendants be, and they are hereby, notified and re- 
quired to establish, on or before the 1st day of October, 
1910, and maintain in force thereafter during a period of 
not less than two years, rates for the transportation of 
cypress lumber in carloads, minimum weight not more 
than 30,000 pounds, from Gleason, Ark., to the pvints 
named in the following table, that shall not exceed the 
rates specified therein: 


In cents 

per 100 

From Gleason, Ark., to— pounds. 
i ee eee re 13 
WG, SS MO Sos h0bd0e ce bwiebedee ver cgeee aieabnawssueee we 15 





Cottonseed Rates Held Unreasonable 


OPINION NO. 1379. 
No, 1659. 
(19 I. C. C. Rep., 336.) 
FLORIDA COTTON OIL COMPANY 
Vs. 
CENTRAL OF GEORGIA RAILWAY COMPANY ET AL. 
Submitted March 23, 1910, Decided June 7, 1910. 


1. Through routes established on cottonseed from points on 
the Central of Georgia railway to Jacksonville, Fla., and 
reasonable rates therefor prescribed. 
Reparation on certain shipments of cottonseed oil awarded 
and on certain shipments of cottonseed denied. 


9 


C. H. Pillsbury, R. G. Stone and C. P. Kendall for 
complainant. 

Ed. Baxter, R. Walton Moore and Sloss D. Baxter 
for Central of Georgia Railway company. 

Sloss D. Baxter for Seaboard Air Line railway. 

W. E. Kay and Sloss D. Baxter for Atlantic Coast 
Line Railroad company. 

Report of the Commission. 

HARLAN, Commissioner: 


In its petition and the several amendments thereto 
the complainant prays, first, for the establishment of 
through routes and joint rates on cottonseed from 284 
points in the state of Georgia, and one point in the 
state of Alabama, to Jacksonville, in the state of Florida; 
second, for the fixing of reasonable rates on that traffic 
for the future; and third, for an award of reparation 
on certain shipments made by the complainant prior 
to the date of filing its petition herein. The points of 
origin involved in the proceedings are on the line of 
the Central of Georgia railway, which was the only 
carrier named as defendant in the original petition. 
By amendment, the Atlantic Coast Line Railway com- 
pany and the Seaboard Air Line railway were subse- 
quently brought into the controversy, those lines being 
essential links in the through routes to Jacksonville 
and therefore necessary parties defendant in any order 
granting the relief prayed. 
























































When the complainant established its cotton oil mill 
at Jacksonville in 1901 the average price of cottonseed 
was about $12 a ton. The price at this time is ordi- 
narily over $30 a ton, the increase being assigned, 
among other causes, to the fact that some 25 or 30 
other mills, constructed since 1901 in the territory 
from which the petitioner formerly obtained its seed, 
now compete in that territory in the purchase of the 
raw product. Besides enabling the producers to demand 
a higher price, this competition has forced the peti- 
tioner out into a wider area for the purchase of seed, 
a condition of affairs that is universal in the cotton- 
oil industry, all mills in the south finding it necessary 
now to reach out farther for their raw material than 
was formerly the case. The complainant, for instance, 
now gets less than half its seed in Florida. In making 
purchases it has been compelled to go as far north 
as Darlington, in the state of South Carolina, and as 
far west as Montgomery, in the state of Alabama; and, 
notwithstanding the wider territory to which it has 
extended its buying operations, the amount of seed the 
complainant has been able to purchase for crushing 
at its Jacksonville mill has diminished from 12,000 
tons in 1905 to 7,000 tons in 1907. 

The Central of Georgia runs through an extensive 
cotton-producing country and consequently is in a posi- 
tion to supply mills with a substantial tonnage of seed. 
Although it is ordinarily to the interest of a carrier 
occupying such a relation to a commodity that is in 
general demand to establish through routes and joint 
rates, and to take such other steps as will enable the 
commodity to move freely to points of consumption, 
we have nevertheless observed a more or less definite 
disinclination on the part of carriers to move cotton- 
seed to mills that are not on their own lines. It was 
seemingly admitted of record that this had been the 
attitude of the principal defendant. Before the petition 
was filed it declined to issue through billing and com- 
pelled the complainant to receive its cottonseed ship- 
ments at junction points and there enter into new 
contracts with the connecting lines to destination. 
There are 23 points on which combination rates to 
Jacksonville may be based, and as a result of this 
large opportunity for making mistakes the complainant 
has frequently been compelled to pay charges sub- 
stantially higher than would have been assessed had 
the shipments been forwarded ‘through other junctions 
and over other routes carrying lower rates. While its 
overcharge claims for misrouting have had attention 
by the principal defendant, the confusion arising out of 
the absence of through routes and joint rates has 
worked to the complainant’s disadvantage and has im- 
posed upon it unnecessary difficulties and embarass- 
ments. It is asserted that out of 16 recent shipments 
10 were overcharged in the sense that they moved 
through junctions upon which the combination rate was 
higher than the rate available through other junctions. 
As a consequence of this method of handling the traffic 
the complainant, as we are advised, has been required 
at considerable expense to keep itself informed of the 
rates in force through the various junctions, and it 
asserts that but for its own efforts and diligence in 
that regard it would be compelled to pay excessive 
charges on at least 60 per cent of its shipments. 

Under these circumstances we think the complain- 
ant’s contention that it is entitled to through routes and 
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joint through rates from these producing points 


to 
Jacksonville is sustained by the record. We are not 
advised that the connecting lines, brought in Co- 
defendants, as heretofore explained, contest the com. 


plainant’s right to such relief. The objection is made 
by the principal defendant on the ground that it does 
not desire to publish joint rates from a long list 
stations if that can be avoided; that it now issues 
through billing; and that its local agents have been 
instructed to apply to the central office by wire for 
routing instructions and the lowest rate combination 
when cottonseed is tendered for shipment. This arrange. 
ment, however, does not seem to meet the reasonable 
requirements of the complainant or to relieve it of the 
expense and annoyance of keeping itself advised as to 
the best available routes and rates. In this very pro- 
ceeding are involved claims for reparation that have 
been denied by the defendant and which would not 
have arisen had through routes and joint rates been 
in effect. The principal defendant has joined with its 
connections in establishing through routes and _ publish- 
ing joint through rates on cottonseed meal and hulls 
from mill points on its line to Jacksonville. We see 
no hardship in requiring it to join with its connections 
in also establishing through routes and joint rates on 
cottonseed. The movement of cottonseed to Jackson- 
ville seems to be not only an entirely natural movement 
but one that may be expected to increase in the future. 
Under all the circumstances we feel, therefore, that 
the complainant is entitled to the benefit of established 
through routes and joint rates. That is the general 
obligation laid upon carriers under the terms of section 
one of the act, and the showing here made is sufficient 
to justify us in requiring the defendants to comply with 
the complainant’s demand in this particular. 

From competitive points on the line of the Central 
of Georgia the defendants publish joint rates which 
are approximately the same to both Savannah and to 
Jacksonville. From noncompetitive points the lawful 
through charge is the combination of the local base 
point rate of the Central of Georgia to Savannah, or 
cther junction point, plus the rate of its connections 
beyond to Jacksonville. The complainant contends that 
the defendants ought to establish the same joint rates 
from the local stations to Jacksonville as are applicable 
from the contiguous competitive points. In support of 
this view of what it regards as a proper relation of 
rates, the complainant offered certain exhibits, one show: 
ing a comparison of the rates to Jacksonville with the 
rates to Savannah and Chattanooga; and another pre: 
senting a comparison between rates on cottonseed and 
rates on cottonseed meal and hulls. It will not be 
necessary to examine these exhibits in detail. It will 
suffice to say that the rates of the Central of Georgia 
for a haul over its own rails from these points of 
origin to Savannah do not constitute a particularly help 
ful test of the reasonableness of the rates for a two 
line haul to a point so dissimilarly located as Jack- 
sonville. Nor are we inclined to test the reasonable- 
ness of the rates from these noncompetitive points of 
origin to Jacksonville by rates to the same destination 
from competitive points in this territory. Because of 
the difference in the conditions surrounding the traffic 
the rates to Chattanooga are also of doubtful usefulness 
as a measure of the reasonableness of the rates to Jack 
sonville. Certainly none of the comparisons offered by 
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the complainant suffice to justify reductions in rates 
that are not otherwise shown to be unreasonable. 

On cottonseed meal and cottonseed hulls the defend- 
ants publish joint rates to Jacksonville from local mill 
points on the lines of the Central of Georgia that are 
on a level with the rates on those commodities from 
competitive points in the same territory. The com- 
plainant compares these rates with the combination rates 
on cottonseed to Jacksonville from the same local 
points, and calls attention to the fact that the adjust- 
ment presents an instance of rates on manufactured 
products that are lower than the rates on the raw ma- 
terial, which, of course, is contrary to the usual rela- 
tion of rates as between a manufactured product and 
the raw material from which it is made. The defendants 
explain that certain elements peculiar to the cotton- 
seed milling industry account for this departure from 
the general practice of carriers in that regard. The 
product of the cottonseed having the greatest value is 
the oil, but it forms a small part of the total weight 
of the products resulting from crushing a ton of seed. 
The meal and hulls constitute three-fourths of the weight 
of the products resulting from the milling. They are 
more in the nature of by-products, and the process of 
milling adds little to their value. While it is true that 
cottonseed meal at this time is worth about as much 
as cottonseed, both the meal and the hulls are largely 
used for feeding purposes and do not ordinarily move to 
any great distance from the mill. Coming into com- 
petition with other feeding materials, as well as with 
the meal and hulls of other mills, the defendants assert 
that competitive rates are essential to insure their free 
movement. And these considerations, we think, are en- 
titled to proper weight when considering any relation 
of rates on cottonseed and cottonseed products. 

For the reasons heretofore stated, we do not con- 
sider that the complainant has established its conten- 
tion that the rates to Jacksonville are unduly discrim- 
inatory as against that point when compared with the 
rates to Savannah. Upon the whole record we are of 
the opinion, however, that in a number of instances the 
rates to Jacksonville from local points on the lines of 
the Central of Georgia are unjust and unreasonable; 
and we find that any rates to that destination from 
the local points of origin named in the complaint are 
excessive to the extent that they exceed the rates here- 
inafter specified; which latter rates we further find 
to be reasonable as maximum rates for the future. 

The maximum rate for the future on cottonseed 
from Pate to Jacksonville must not exceed $2.60 a ton 
of 2,000 pounds, and the maximum rate from Lewiston 
must not exceed $3.10. The rates for the future from 
other points of origin intermediate to Macon and Savan- 
nah must be scaled between those two figures on the 
combination mileage upon which the present rates are 
based. 

The maximum rate for the future on cottonseed from 
Lawton to Jacksonville must not exceed $2.70 a ton, 
and the maximum rate from Westover must not exceed 
$2.90. The rates for the future from other points of 
origin intermediate to Millen and Augusta must be 
Scaled between those two figures on the combination 
mileage upon which the present rates are based. 

The maximum rate for the future on cottonseed from 
Donegal to Jacksonville must not exceed $2.60 a ton, 
and the maximum rate from Brewton must not exceed 
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$2.90. The rates for the future from other 
origin intermediate to Dover and Brewton must be 
scaled between those two figures on the combination 
mileage upon which the present rates are based. 


points of 


The maximum rate for the future on cottonseed 
from Ivey to Jacksonville must not exceed $3.10, and 
the. maximum rate from Porterdale must not exceed 
$3.40 a ton. The rates for the future from other points 
of origin intermediate to Gordon and Covington must 
be scaled between those two figures on the combination 
mileage upon which the present rates are based. 

The maximum rate for the future on cottonseed 
from Lorane to Jacksonville must not exceed $3.10 
ton, and the maximum rate from Jonesboro 


a 
must not 
exceed $3.50. The rates for the future from other points 
of origin intermediate to Macon and Atlanta must be 
scaled between those two figures on the combination 
mileage upon which the present rates are based. 

The maximum rate for the future on cottonseed from 
Van Buren to Jacksonville must not exceed $3.10 a ton, 
and the maximum rate from White Hall must not exceed 
$3.40. The rates for the future from other points of 
origin intermediate to Macon and Athens, except Machen, 
must be scaled between those two figures on the com- 
bination mileage upon which the present rates are based. 

The maximum rate for the future on cottonseed 
from Bridges to Jacksonville must not exceed $3.30 a 
ton, and the maximum rate from Rock Springs must 
not exceed $3.90. The rates for the future from other 
points of origin intermediate to Griffin and Chattanooga 
must be scaled between those two figures on the com- 
bination mileage upon which the present rates are based. 

The maximum rate for the future on cottonseed from 
Wilkinsons to Jacksonville must not exceed $3.10 a ton, 
and that rate must also be observed as a maximum 
from the other points intermediate to Barnesville and 
Thomaston. 


The maximum rate for the future on. cottonseed 
from Nankipooh to Jacksonville must not exceed $3 a 
ton, and the maximum rate from Bexton must not ex- 
ceed $3.50. The rates for the future from other points 
of origin intermediate to Columbus and Raymond must 
be scaled between those two figures on the combination 
mileage upon which the present rates are based. 

The maximum rate for the future on cottonseed 
from Smithville to Jacksonville must not exceed $2.70 
a ton, and the maximum rate from Terra 
not exceed $3. The rates for the future from other 
points of origin intermediate to Macon and Eufaula 
must be scaled between those two figures on the com- 
bination mileage upon which the present rates are based. 

The maximum rate for the future on cottonseed 

from Wright to Jacksonville must not exceed $2.90 a 
ton, and the maximum rate from Perry must not exceed 
3. The rates for the future from other points of 
origin intermediate to Fort Valley and Perry must be 
scaled between those two figures on the combination 
mileage upon which the present rates are based. 

The maximum rate for the future on cottonseed from 
Ashe to Jacksonville must not exceed $2.60 a ton, and 
the maximum rate from Columbia must not exceed $3.80. 
The rates for the future from other points of origin in- 
termediate to Smithville and Columbia must be scaled 
between those two figures on the combination mileage 
upon which the present rates are based. 


The maximum rate for the future on cottonseed from 
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points intermediate to Cuthbert and Fort Gaines must 
not exceed $2.90 a ton. 

The maximum rate for the future on cottonseed from 
Everett to Jacksonville must not exceed $2.90 a ton, and 
the maximum rate from Box Springs must not exceed 
$3.50. The rates for the future from other points of 
origin intermediate to Fort Valley and Columbus must 
be scaled between those two figures on the combination 
mileage upon which the present rates are based. 

The maximum rate for the future on cottonseed from 
Lacrosse to Jacksonville must not exceed $2.80 a ton, 
and the maximum rate from Glen Alta must not exceed 
$3.60. The rates for the future from other points of 
origin intermediate to Americus and Columbus must be 
scaled between those two figures on the combination 
mileage upon which the present rates are based. 

No reparation will be awarded on the shipments set 
up in the original complaint. In a supplemental com- 
plaint filed with the original complaint a claim for 
reparation is made on two carload shipments of cotton- 
seed oil moving to Jacksonville over the rails of the 
Atlantic Coast Line, one originating at Orangeburg and 
the other at Sumter, both being points in the state of 
South Carolina. The charges were actually collected at 
23% cents per 100 pounds, although the rate then le- 
gally in effect over the route of the movement was 32 
cents. There was therefore an undercharge on these 
shipments on the basis of the effective rate as then 
published. But the combination of local rates then in 
effect between Orangeburg and Jacksonville was 214 
cents and between Sumter and Jacksonville was 22% 
cents. At the same time the Seaboard Air Line main- 
tained a rate of 17% cents from Orangeburg and of 
18% cents from Sumter. Under these circumstances, and 
in view of the admission of the Atlantic Coast Line 
that the charges assessed on these shipments were un- 
reasonable, and of the fact that all the defendant car- 
riers have since published a rate of 18 cents from 
Orangeburg and 18% cents from Sumter, we find that 
the rates collected on these two carloads were unrea- 
sonable to the extent that they exceeded the present 
rates, and that the complainant is therefore entitled to 
reparation in the sum of $64.16, with interest from June 
28, 1909. We further find that the present rates will be 
reasonable maximum rates on cottonseed oil for the fu- 
ture between those points. 

An order will be entered awarding reparation as 
hereinabove indicated; and also requiring the defendants 
to establish through routes to Jacksonville on cottonseed 
shipped from the points named in the complaint, through 
such junction points as they may select, and to establish 
and maintain joint through rates not in excess of those 
hereinabove specified. 


ORDER. 

At a general session of the Interstate Commerce 
Commission, held at its office in Washington, D. C., on 
the 7th day of June, A. D. 1910. 

Present: Martin A. Knapp, Judson C. Clements, 
Charles A. Prouty, Francis M. Cockrell, Franklin K. Lane, 
Edgar E. Clark, James S. Harlan, Commissioners. 

No. 1659. 
FLORIDA COTTON OIL COMPANY 
vs. 
CENTRAL OF GEORGIA RAILWAY COMPANY; AT- 

LANTIC COAST LINE RAILROAD COMPANY; AND 

SEABOARD AIR LINE RAILWAY, AND E. C. DUN- 
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CAN, R. LANCASTER WILLIAMS, AND S. DAVIES 

WARFIELD, RECEIVERS THEREOF. 

1. This case being at issue upon complaint and an. 
swers on file, and having been duly heard and submitted 
by the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
being of the opinion that there are at present no rea- 
sonable or satisfactory joint through rates or routes in 
force for the transportation of cottonseed in carloads 
from points of origin on the line of the Central of 
Georgia Railway company, in the state of Georgia, and 
from Columbia, in the state of Alabama, to Jacksonville, 
in the state of Florida, and that joint through routes 
and rates for the transportation of cottonseed between 
said points over defendants’ lines, via such junction 
points as they may select, according as their routes may 
run, as established in paragraphs 3 and 4 hereof, are 
reasonable, and having made and filed a report contain- 
ing its conclusions thereon, which said report is made 
a part hereof: 

2. It is ordered, That said defendants, according as 
their routes may run, be, and they are hereby, notified 
and required to cease and desist, on or before the first 
day of October, 1910, from exacting their present rates 
for the transportation of cottonseed in carloads from 
the originating points specified in paragraph 4 hereof 
to Jacksonville, in the state of Florida. 

3. It is further ordered, That said defendants, ac- 
cording as their routes may run, be, and they are hereby, 
notified and required to establish and put in force, on 
or before the first day of October, 1910, and for a period 
of at least two years thereafter maintain, through routes, 
via such junction points as they may select, for the 
transportation of cottonseed in carloads over their lines 
from points of origin on the line of the Central of 
Georgia Railway company, in the state of Georgia, and 
from Columbia, in the state of Alabama, to Jacksonville 
in the state of Florida. 

4. It is further ordered, That said defendants, ac- 
cording as their routes may run, be, and they are 
hereby, notified and required to establish and put in 
force, on or before the first day of October, 1910, and 
for a period of at least two years thereafter maintain 
and apply to the transportation of cottonseed in carloads 
over their lines of railway from the originating points 
named and included below on the line of the Central 
of Georgia Railway company, over said routes above 
established to Jacksonville joint rates per ton of 2,000 
pounds, which shall not exceed the following: 
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The maximum rates for the future from intermediate 
points of origin on the line of the Central of Georgia 
Railway company to Jacksonville, in the state of Florida, 
for the transportation of cottonseed in carloads, mus! 
be scaled between the figures named below, as the case 
may be, on the combination mileage upon which the present 
rates are based, to wit: Intermediate to Macon and Sa 
vannah, between $2.60 and $3.10 per ton; intermediat: 
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to Millen and Augusta, between $2.70 and $2.90 per ton; 
intermediate to Dover and Brewton, between $2.60 and 
$2.90 per ton; intermediate to Gordon and Covington, 
between $3.10 and $3.40 per ton; intermediate to Macon 
and Atlanta, between $3.10 and $3.50 per ton; interme- 
diate to Macon and Athens, except Machen, between $3.10 
and $3.40 per ton; intermediate to Griffin and Chatta- 
nooga, between $3.30 and $3.90 per ton; intermediate 
to Barnesville and Thomaston, $3.10 per ton; _ inter- 
mediate to Columbus and Raymond, between $3 and 
$3.50 per ton; intermediate to Macon and Eufaula, be- 
tween $2.70 and $3 per ton; intermediate to Fort Valley 
and Perry, between $2.90 and $3 per ton; intermediate 
to Smithville and Columbia, between $2.60 and $3.80 
per ton; intermediate to Cuthbert and Fort Gaines, 
$2.90 per ton; intermediate to Fort Valley and Columbus, 
between $2.90 and $3.50 per ton; and intermediate to 
Americus and Columbus, between $2.80 and $3.60 per ton. 

5. It is further ordered, That defendant Atlantic 
Coast Line Railroad company be, and it is hereby, au- 
thorized and directed, on or before the first day of 
October, 1910, to pay unto the complainant, Florida 
Cotton Oil company, the sum of $64.16, with interest 
thereon at the rate of 6 per cent per annum from June 
28, 1909, as reparation for unreasonable rates charged 
for the transportation of two carloads of cottonseed oil 
from Orangeburg and Sumter, in the state of South 
Carolina, to Jacksonville, in the state of Florida, which 
rates so charged have been found by this Commission to 
have ben unreasonable, as more fully and at large ap- 
pears in and by said report of the Commission. 

6. It is further ordered, That defendant Atlantic 
Coast Line Railroad company shall maintain and keep 
in force for a period of not less than two years from 
the date hereof, rates on cottonseed oil in carloads which 
shall not exceed the following in cents per 100 pounds: 
From Orangeburg, in the state of South Carolina, to 
Jacksonville, in the state of Florida, 18 cents; and from 
Sumter, in the state of South Carolina, to said Jack- 
sonville, 1814 cents. 

7. And it is further ordered, That said defendants 
be, and they are hereby, authorized to make effective 
upon three days’ notice to the public and to the Inter- 
state Commerce Commission, given in the manner re- 
quired by law, joint rates and through routes said de- 
fendants are by this order required to establish on or 
before the first day of October, 1910, in which event 
the tariffs in which such joint rates and through routes 
are specified must contain the notation that they are 
issued under the authority hereby granted and must 
Tefer to the number of this case. 


Shipments Misrouted; Reparation 


OPINION NO. 1380. 
Nos, 2249 and 2205. 
(19 I. C. C. Rep., 343.) 
BEEKMAN LUMBER COMPANY 
: vs, 
LOUISIANA RAILWAY & NAVIGATION COMPANY 
ET AL. 


Submitted May 25, 1909. Decided June 3, 1910, 


Reparation awarded for excess charges resulting from the mis- 
routing of two shipments of lumber, 


G. H. Lowry for complainant. 

Emerson Bentley for Louisiana Railway & Naviga- 
tion company. 

J. S. Weitsell for Illinois Central Railroad company. 
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Report of the Commission. 
KNAPP, Chairman: 

The above numbered cases were consolidated for 
convenience and will be disposed of in one report. The 
complainant corporation ships lumber from points in the 
state of Louisiana on the Louisiana Railway & Naviga- 
tion company and routes the same via the St. Louis 
Southwestern, the Chicago & Eastern Illinois, and other 
railroads to various northern destinations. The initial 
carrier delivers the cars to the St. Louis Southwestern 
at Shreveport, La., and that carrier in turn to the Chi- 
cago & Eastern Illinois at Thebes, Ill. Ordinarily the 
lumber is shipped in care of complainant at Cypress, IIl., 
a point 33 miles north of Thebes, on the Chicago & 
mastern Illinois. When the lumber reaches Thebes, an 
intermediate point, it is reconsigned or rebilled from 
that point to the town where the purchaser has his place 
of business. In such case the local rate from Thebes 
to Cypress is not charged, but a through rate applies, 
made up of the joint rate of 16 cents to Thebes, plus 
the local or joint rate, as the case may be, to final 
destination. 

This reconsignment privilege is authorized by Sup- 
plement No. 1 to Chicago & Eastern Illinois Tariff I. 
C. C. No. 2221, the material provisions of which are as 
follows: 

1. When a diversion or reconsignment is requested, involv- 
ing change of destination or consignee of carload freight, and 
the order for the diversion or reconsignment is placed in the 
hands of the agent of the railroad company in time to permit 
the diversion to be arranged for prior to arrival of car at desti- 
nation or at specified reconsigning point, one change in the 
destination or consignee will be permitted, without extra charge, 


under the following conditions: 
(a) The original bill of lading is surrendered when recon- 


signing order is placed. 

(b) The complete identity of the freight is preserved. 

(c) That the point at which shipment is diverted or recon- 
signed is on direct line to ultimate destination, and no addi- 
tional haul is involved. (See third section.) 

(d) The rate from point of origin to destination to prevail, 
provided all the roads over which the shipment travels join in 
the same—otherwise, the sum of the locals will prevail from 
and to the reconsigning point. 

These provisions in substance permit reconsignment 
or diversion at any point on the line of the Chicago & 
Eastern Illinois, and the application of the through rate 
from point of origin to destination, providing all the 
roads over which the shipment moves join in the rate; 
otherwise the sum of the locals is charged to and from 
the reconsigning point. Whether or not the other par- 
ticipating carriers join in the reconsigning privilege 
would, seem to be immaterial, at least in the particular 
instances hereinafter mentioned, as the rates between 
points west and east of the Mississippi river, as a gen- 
eral rule, are based upon that river, and Thebes is a 
Mississippi river crossing. 

Complainant’s reason for consigning shipments in the 
first instance to Cypress instead of Thebes, where the 
reconsigning actually takes place, appears to be to avoid 
delay in crossing the Mississippi river to Thebes. It 
seems that when cars are destined to Thebes proper 
there is much trouble in transporting them across the 
river, because they are held in storage on the west bank 
awaiting disposition, while if destined to a point be- 
yond Thebes they are promptly delivered to the con- 
necting carrier. 

In these cases reparation is sought for damages re- 
sulting from misrouting, and the facts relating to the 
particular shipments involved appear to be as follows: 

In case No. 2249 the complainant on October 31, 
1907, shipped from Atlanta, La., to Detroit, Mich., a 
carload of lumber weighing 51,600 pounds, upon which 
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there was charged and collected the sum of $268.62. 
In the original bill of lading Cypress was named as the 
destination of the shipment, but for the purpose of avail- 
ing itself of the reconsigning privilege at Thebes, com- 
plainant gave the following routing instructions: 


Via Shreveport care of the St. L. S. W. Ry. via Thebes, II., 
@are of Chicago & Eastern Illinois railway. 

If the car had been routed according to these in- 
structions the amount properly charged would have been 
$154.80, based upon the joint rate of 16 cents from At- 
lanta to Thebes and a rate of 14 cents from Thebes to 
Detroit. The through rate from Atlanta to Cypress, 
the original destination, was 21 cents, made up of the 
joint rate of 16 cents to Thebes and the local of the 
Chicago & Eastern Illinois of 5 cents from Thebes to 
Cypress. In this connection it is to be noted that the 
21-cent rate to Cypress applied also via another route, 
the factors of which were a joint rate of the Louisiana 
Railway & Navigation company, the Yazoo & Mississippi 
Valley, and the Illinois Central of 16 cents from Atlanta 
to Cairo, and the 5-cent local of the Chicago & Eastern 
Illinois from Cairo to Cypress. 

It is conceded that the initial carrier did not follow 
the routing instructions of complainant. Instead of 
taking the car to Shreveport and there delivering it to 
the St. Louis Southwestern, it took the car to Baton 
Rouge and delivered it without routing instructions to 
the Yazoo & Mississippi Valley, which moved it to its 
connection with and delivered it to the Illinois Central, 
presumably at Memphis or in that vicinity. The Illinois 
Central thereupon moved the car, not by the direct 
line to Cypress through Cairo, to which latter point 
the 16-cent joint rate from Atlanta applied and from 
which the local to Cypress was 5 cents, as above stated, 
but instead took the car via another line to Johnston 
City, Ill., a point about 33 miles north of Cypress, and 
there delivered it to the Chicago & Eastern Illinois, 
which hauled it back to Cypress. It was there recon- 
signed to Detroit through Johnston City over the Chi- 
cago & Eastern Illinois, the Grand Trunk Western, and 
the Detroit, Grand Haven & Milwaukee. The rate from 
Cypress to Detroit by this route was 14 cents, and that 
rate was charged and collected. But for the transporta- 
tion. from Atlanta to Cypress the defendants charged 
and collected 38 cents, which appears to be the lawful 
rate by the route over which the shipment moved. This 
rate was made up of 7 cents, -which was the initial 
earrier’s proportion of the joint rate to Cairo, the local 
rate of 26 cents of the Yazoo & Mississippi Valley and 
Illinois Central from Baton Rouge to Johnston City and 
the 5<ent local of the Chicago & Eastern Illinois from 
Johnston City to Cypress. 

Upon these facts we hold that complainant is entitled 
to reparation in the sum of $113.52, with interest thereon 
from December 1, 1907. Of this amount $25.80 with 
interest should be paid by the initial carrier, the Louisi- 
ana Railway & Navigation company, and $87.72 with 
interest by the Illinois Central. It appears plain to us 
that the Illinois Central, which received from the Yazoo 
& Mississippi Valley without routing instructions a car 
of lumber moving from Atlanta to Cypress, was bound 
to forward it to that destination by the direct route 
over which to its knowledge the cheaper rate from At- 
lanta applied, and the Illinois Central had this knowl- 
edge, for it was a party to the joint rate above men- 
tlomed of 16 cents from Atlanta to Cairo, and the car 
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was moving over the route to which that joint rate 
applied. If the Illinois Central had taken this car to 
Cairo and there delivered it to the Chicago & Eastern 
Illinois, it would have reached Cypress on a combination 
rate of 21 cents and could have been reconsigned at that 
point, as it was in fact, and moved to Detroit at the 
further charge of 14 cents, or a total of 35 cents. In 
that case, notwithstanding the mistake of the initia] 
carrier, complainant would have paid only 5 cents more 
per 100 pounds, or $25.80, than would have accrued if 
the car had moved in aceordance with the routing in- 
structions. In other words, the direct and proximate 
consequences of the initial misrouting were an addi- 
tional charge of 5 cents, the local from Thebes to 
Cypress. The balance of excess charges resulted from 
the subsequent error of the Illinois Central in taking 
the car to Johnston City instead of Cairo. Following 
our recent decision in the Duluth & Iron Range case, 
18 I. C. C. Rep., 485, we reach the conclusions above 
stated and award reparation on this shipment accordingly. 

In case No. 2205 the complainant on November 9, 
1907, shipped a carload of lumber weighing 42,200 pounds 
from Atlanta, La., to Chicago, Ill. The original destina- 
tion of this shipment was Cypress, IIll., and complainant 
gave the same routing instructions and for the same 
reasons as in case No. 2249. If the car had been routed 
according to these instructions, the amount properly 
charged would have been $109.72, based upon the joint 
rate of 16 cents from Atlanta to Thebes and a rate of 
10 cents from Thebes to Chicago. The through rate 
from Atlanta to Cypress, the original destination, was 
21 cents, made up of a joint rate of 16 cents to Thebes 
and the local of the Chicago & Eastern Illinois of 5 
cents from Thebes to Cypress. The through rate to 
Chicago based on the Cypress combination was 31 cents. 

It is conceded that the initial carrier did not follow 
the routing instructions of complainant. Instead of 
taking the car to Shreveport and there delivering it to 
the St. Louis Southwestern, it took the car to Baton 
Rouge and delivered it without routing instructions to 
the Yazoo & Mississippi Valley. At this point the agent 
of that carrier made a clerical error and billed the car 
to Chicago instead of Cypress. The Yazoo & Mississippi 
Valley thereupon moved the car to its connection with 
and delivered it to the Illinois Central, which completed 
the transportation to Chicago. When the car arrived in 
Chicago the Illinois Central, which in the meantime 
appears to have discovered or been advised of the mis- 
take in billing at Baton Rouge, sent it to Marion, III, 
at which place it usually delivered shipments to the 
Chicago & Eastern Illinois for Cypress. On arrival of 
the car at Marion the Chicago & Eastern Illinois refused 
acceptance and advised the Illinois Central that it had 
no reconsignment order for the car and that complainant 
had no industry at Cypress. The Illinois Central there- 
upon notified complainant and received instructions to 
forward the car to Chicago, consigned to the American 
Car & Foundry company. Phis was done and the car 
finally arrived in Chicago with charges of $160.70, which 
complainant paid. This amount was made up as follows: 


L. R. & N. proportion of Cairo rate 7 cents per cwt., 
Atlanta to Baton Rouge............ pathitndaeesxnccet SNee 
Y. & M. V. and Illinois Central, Baton “Rouge to Marion, 
Be I Bios wae cGkd coecea ded Tas cedecpckaeacece 75.96 
Illinois Central, Marion, Ill., to Chicago, 10 cents per cwt. 42.20 
Illinois Central demurrage charge, Marion, Ill 10.00 


ee eeeeeeeeree 


Illinois Central reconsigning charge, Marion, IIl..........-- 3.08 
ciamane 
RE ik cinseens REROCorecesucecccesebadeotocesoessecseoteoc $160.78 
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It will thus be seen, notwithstanding the misrouting 
by the initial carrier, that if the mistake in billing at 
Baton Rouge had not occurred and the Illinois Central 
had taken the car to Cairo and there delivered it to 
the Chicago & Eastern Illinois, as would have been its 
duty in that case, the car would have reached Cypress, 
its original destination, at a charge of 21 cents and 
could have been there rebilled to Chicago for an addi- 
tional charge of 10 cents, or a total of 31 cents, as above 
stated, instead of the 35 cents collected, which was 
the combination on Marion by the route over which the 
shipment moved. In other words, the direct and proxi- 
mate consequences of the initial misrouting were an addi- 
tional charge of 5 cents, as in the other case, the 
local from Thebes to Cypress, which would not have 
accrued if the shipment had moved according to rout- 
ing instructions. The balance of excess charges, except 
the item of $10 demurrage, resulted from the subsequent 
error of the Yazoo & Mississippi Valley in rebilling 
the car at Baton Rouge to Chicago instead of Cypress. 
The Illinois Central had no tariff provision authorizing 
a demurrage charge under the circumstances of this 
case, and that company should refund the demurrage, 
which was wrongfully collected. Munroe & Sons vs. 
Michigan Central R. R. Co., 17 I. C. C. Rep., 27. 

Upon these facts, and following the Duluth & Iron 
Range case, supra, we hold that complainant is en- 
titled to reparation in this case in the sum of $50.98, 
with interest from December 1, 1907, of which $21.10, 
with interest, should be paid by the initial carrier, the 
Louisiana Railway & Navigation company, $19.88, with 
interest, by the Yazoo & Mississippi Valley, and $10 with 
interest, by the Illinois Central. 

Orders will be entered accordingly. 


ORDER. 

At a general session of the Interstate Commerce 
Commission, held at its office in Washington, D. C., on 
the 3d day of June, A. D. 1910. 

Present: Martin A. Knapp, Judson C. Clements, 
Charles A. Prouty, Francis M. Cockrell, Franklin K, Lane, 
Edgar E. Clark, James S. Harlan, Commissioners. 

No. 2249. 
BEEKMAN LUMBER COMPANY 
vs. 
LOUISIANA RAILWAY & NAVIGATION COMPANY; 
THE YAZOO & MISSISSIPPI VALLEY RAILROAD 
COMPANY; ILLINOIS CENTRAL RAILROAD COM- 


PANY; GRAND TRUNK WESTERN RAILWAY 
COMPANY; AND DETROIT, GRAND HAVEN & 


MILWAUKEE RAILWAY COMPANY. 

This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by 
the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
having, on the date hereof, made and filed a report 
containing its findings of fact and conclusions thereon, 
which said report is made a part hereof: 

It is ordered, That defendant, Louisiana Railway & 
Navigation company, be, and it is hereby, authorized 
and directed, on or before the 15th day of September, 
1910, to pay unto the complainant, Beekman Lumber 
company, the sum of $25.80, with interest thereon at the 
rate of 6 per cent per annum from December 1, 1907, 
as reparation for an unreasonable rate caused by mis- 
routing one carload of lumber shipped from Atlanta, La., 
and destined to Detroit, Mich., which misrouting has been 
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found by this Commission to have been unlawful, as 
more fully and at large appears in and by said report of 
the Commission. 

It is further ordered, That defendant, Illinois Cen- 
tral Railroad company, be, and it is hereby, authorized 
and directed, on or before the 15th day of September, 
1910, to pay unto the complainant, Beekman Lumber 
company, the sum of $87.72, with interest thereon at the 
rate of 6 per cent per annum from December 1, 1907, as 
reparation for an unreasonable rate caused by misrouting 
one carload of lumber shipped from Atlanta, La., and 
destined to Detroit, Mich., which misrouting has been 
found by this Commission to have been unlawful, as 
more fully and at large appears in and by said report 
of the Commission. 





No. 2205. 
BEEKMAN LUMBER COMPANY 
vs. 

LOUISIANA RAILWAY & NAVIGATION COMPANY; 
THE YAZOO & MISSISSIPPI VALLEY RAILROAD 
COMPANY, AND ILLINOIS CENTRAL RAILROAD 
COMPANY. 

This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by 
the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
having, on the date nereof, made and filed a report con- 
taining its findings of fact and conclusions thereon, 
which said report is made a part hereof: 

It is ordered, That defendant, Louisiana Railway & 
Navigation Company, be, and it is hereby, authorized 
and directed, on or before the 15th day of September, 
1910, to pay unto the complainant, Beekman Lumber 
company, the sum of $21.10, with interest thereon at 
the rate of 6 per cent per annum from December 1, 
1907, as reparation for an unreasonable rate caused by 
misrouting one carload of lumber from Atlanta, La., to 
Chicago, Ill., which misrouting has been found by this 
Commission to have been unlawful, as more fully and 
at large appears in and by said report of the Commis- 
sion. 

It is further ordered, That defendant, the Yazoo & 
Mississippi Valley Railroad company, be, and it is 
hereby, authorized and directed, on or before the 15th 
day of September, 1910, to pay unto the complainant, 
Beekman Lumber company, the sum of $19.88, with in- 
terest thereon at the rate of 6 per cent per annum from 
December 1, 1907, as reparation for an unreasonable rate 
caused by misrouting one carload of lumber from At- 
lanta, La., to Chicago, Ill, which misrouting has been 
found by this Commission to have been unlawful, as more 
fully and at large appears in and by said report of the 
Commission. 

And it is further ordered, That defendant, Ilinois 
Central Railroad company, be, and it is hereby, author- 
ized and directed, on or before the 15th day of Septem- 
ber, 1910, to pay unto the complainant, Beekman Lumber 
company, the sum of $10, with interest thereon at the 
rate of 6 per cent per annum from December 1, 1907, 
as reparation for an unreasonable rate caused by mis- 
routing one carload of lumber from Atlanta, La., to 
Chicago, Ill., which misrouting has been found by this 
Commission to have been unlawful, as more fully and 
at large appears in and by said report of the Com- 
mission. 


See Wee 200k 


é 
. 
4 
} 
€ 
BF 


ee 


ae ve 


i 


SA. ECD, Sm est 


td ce 
ee 4 


F 
& 
* 


i omnes 11 oma 





= 


as A One 


Se, a 


sage tet 


a "cE tia ai 
















RATE HEARING OPENS MONDAY 


Official Classification Territory Advances to be Con- 
sidered at New York—Western Roads Deny 
Padding Accounts 








Despite persistent rumors that the eastern hearings 
would be postponed, latest advices indicate that the 
opening session will be held and testimony taken at 
the New York custom house on Monday, the 15th, as 
originally planned. It is understood, however, that the 
western hearing scheduled at Chicago will not be held 
until the 29th of this month. 

The hearing with respect to advances in Official 
Classification territory is listed on the Commission’s 
docket as Case No. 3400, and the proceeding entitled 
“In Re Investigation of Advances in Rates by Carriers 
in Official Classification Territory.” Over four hundred 
carriers are made defendants and over 4,400 tariffs are 
listed for investigation. The largest humber of any one 
road under investigation is that of the Lehigh Valley; 
455 issues are given for this line. The order of the 
Commission mentions 227 for the Baltimore & Ohio; 
121 for the Baltimore & Ohio Southwestern; 106 for the 
Boston & Albany; 122 for the Central of New Jersey; 
139 for the Big Four; 96 for the Lackawanna; 109 for 
the Erie; Nickel Plate, 101; Ontario & Western, 206; 
Norfolk & Western, 98; Ohio Central Lines, 191; Penn- 
sylvania railroad, 370; and the Wabash, 104 tariffs or 
supplements. 

Little publicity was given to the western situation 
this week, the principal developments being an appeal 
by some of the railroad executives to their employes 
and a denial of the intimation that the railroads had 
been guilty of padding their accounts. The latest phase 
of the employe movement was the plan started at To- 
peka Thursday to begin the circulation of petitions ask- 
ing the signers to endorse an advance in rates; behind 
this scheme is said to be the American Railroad Em- 
ployes and Investors’ association, with headquarters in 
Chicago. B. L. Winchell, president of the Frisco system, 
in an article in the current issue of the Frisco-Man, the 
employes’ magazine of that line, appealed to the men as 
follows: 

“Think this over. It may interest the business men 
if you tell them that the railroads had 169,000 fewer 
men on the payroll in 1909 than in 1907. They surely 
want these 169,000 men to earn and spend money. 

“Some of our friends do not use figures fairly, but 
most of them do not mean to be unfair; they don’t know 
or don’t think: A good deal has been said about the 
‘enormous increase’ in net earnings of the railroads for 
the fiscal year ended June 30, 1909. It is widely stated 
that the increase was over ninety-three million dollars, 
without any further facts. 

“Ask the next man who mentions this fact if he 
knows that the comparison was made with the figures of 
the poverty-stricken year 1908; ask him if he knows 
that, compared with the year 1907, there was an actual 
decrease in net earnings of more than thirteen millions, 
and that but for the actual retrenchment of expenses 
resulting in no work for some and in lessened work for 
others, closing of shops, decreased purchase of rails and 
ballast, etc., the decrease, compared with 1907, would 
have been a great deal more serious. The operating ex- 
penses of the roads were decreased $133,000,000. 
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“That is to say, the population and general develop. 
ment of the country increased 18 or 20 per cent from 
1907 to 1909, but railroad gross earnings fell off $146. 
000,000, and net earnings decreased $13,000,000 during 
the same period, with a noticeable decrease in the phys- 
ical condition of many roads. 

“The fair citizen will, when he knows the facts, 
concede that the railroads need more money per unit 
of service given, and he is beginning to understand that 
the rate basis must be high enough to enable the comp- 
panies to keep up with the needs and growth of the 
country.” 

W. L. Park, vice-president of the Illinois Central 
railroad, is another who has taken a prominent part in 
the appeal to the rank and file of the transportation 
companies’ employes to boost the railroad side of the 
question, urging trainmen, station agents and conductors 
to endeavor to influence passengers to take a more 
friendly view of the railroad situation. To the criticism 
leveled at his first plea by some of the press, Mr. Park 
comes back with a warm rejoinder, defending his pre- 
vious attitude and reiterating his stand that the rail- 
roads needed more revenue to adequately carry on their 
work, declaring that the condition of many of the lines 
was running down, and that an order from a railroad 
commission was often the only way in which needed 
improvements in maintenance could be obtained; un- 
painted stations, broken-down fences, grass-grown rights- 
of way were cited as crying proof that the carriers stood 
in dire need of increased earnings. 

To the charge of padded accounts, railroad officials 
come back with an emphatic denial. This question arose 
through the publication of reports alleging that experts 
of the Commission had discovered that the carriers were 
loading operating expenses during the fiscal year just 
ended. Railroad men answer that the heavy increases 
were due largely to the fact that they were endeavoring 
to make up for the panic period during which there was 
a great curtailment in legitimate expenditures. To one 
instance cited, the replacement of a $30,000 bridge with 
one costing ten times that amount and the charging of 
the $30,000 to maintenance and the remainder to im- 
provements, they reply that the division of expenditure 
was wholly correct and in accordance with the regula- 
tions governing the classification of accounts of the Com- 
mission itself. Speaking on this question, President Mil- 
ler of the Burlington said: 

“The report from Washington printed in Sunday 
morning’s papers to the effect that the railways have 
been padding their expense accounts to make their 
profits seem small, is so false and misleading that it 
requires an unqualified denial. 

“It is true that operating expenses as reported for 
the ten months ending April 30 are much larger than 
those reported for the corresponding ten months of the 
year previous. But this is not due to the fact that the 
accounts are padded. It is due to the fact that we are 
actually spending more money for the maintenance of 
the properties. 

“The report from Washington called particular at 
tention to the increase in the maintenance of way and 
structures figures. If the figures for 1910 had been com- 
pared with those for 1907, or even with those for the 
panic year 1908, they would have looked quite different. 

“The average amount per mile spent by the railways 
of the United States for maintenance of way and struc: 
tures in 1907 was $1,510; in 1908 it was only $1,423, and 
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August 13, 1910 


in 1909 it was only $1,336. These figures show that 
during the period of depression following the panic of 
1907 the amount of money spent for maintenance of way 
and structures was not sufficient to keep the roads in 
good condition, and they are now forced not only to 
spend enough adequately to maintain the properties, but 
also enough in addition to make good the deterioration 
that took place during the period of depression. 

“It is quite true that there has been a large increase 
in expenditures for maintenance, but it has not been as 
large relatively as the figures given to the newspapers 
indicate. 

“The Atchison, Topeka & Santa Fe spent over 40 
per cent more for maintenance of way and structures 
in the first ten months of the fiscal year 1910 than in 
the same months of the previous year, but it spent only 
20 per cent more than it did in the same months of 
the panic year 1908. The Chicago & Alton spent 27 per 
cent more for maintenance of way and structures in the 
first ten months of the fiscal year 1910 than it did in 
the corresponding period of 1909, but its expenditures in 
the first ten months of the fiscal year 1910 were only 4 
per cent larger: than its expenditures in the correspond- 
ing months of 1908.” 

Announcement has been made that the Commission 
suspended the proposed advance in rates on live stock 
of 2% cents per hundred pounds between the Missouri 
and Mississippi rivers. The advance was to become ef- 
fective Monday. A special hearing on the subject will 
probably be held in Kansas City next month. 





Railroad Lawyers End Conference 





Portsmouth, N. H., August 12.—Public sentiment will 
demand changes in those sections of the amended in- 
terstate commerce act that seem to the transportation 
interests too drastic. This, at least, was the opinion 
expressed by Edgar J. Rich, general solicitor of the 
Boston & Maine railroad, at the conclusion of the four- 
day conference of railroad attorneys gathered here last 
week to discuss the features of the law that goes into 
effect next week. 

Mr. Rich gave out the following statement: 

“Few votes have been taken on any of the numerous 
questions submitted, although on many of the questions 
there has been a substantial unanimity of opinion. The 
most important clause discussed is section 4 of the old 
act, as amended by the Mann-Elkins bill, which is known 
as the long and short haul clause. This legislation is 
more or less radical. It was thought that Congress had 
passed a pretty moderate provision, but careful considera- 
tion has shown that the amendment is very far-reaching. 

“Perhaps the most momentous question in connec- 
tion with this is the effect it has upon export rates. It 
has been the custom of all railroads to give lower rates 
On commodities intended for export than upon the same 
commodities intended for domestic consumption. It is 
in this way that the country has been able to market 
its surplus products. 

“But for these lower rates there would be much 
greater difficulty in selling our surplus and keeping our 
workmen employed. The conference has not taken any 
view on this proposition, but it seems to be the general 
Sentiment that there is nothing in the act which will 
interfere with this practice. 
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“There has been much discussion as to whether the 
provision in the act which requires the railroads to make 
no greater charges for intermediate points than for re- 
mote points without the consent of the Interstate Com- 
merce Commission is constitutional on the ground that 
this is a delegation of legislative power and that Con- 
gress cannot delegate to an administrative body the 
power of determining broad lines of public policy. It 
would seem as if the Commission, in the exercise of 
this power, would have the right to determine whether 
or not competitive points which have been built up and 
have prospered by reason of competition, shall be de- 
prived of those advantages. There is, however, a marked 
reluctance’on the part of counsel to suggest testing this 
question. This reluctance is doubtless due to the desire 
not to antagonize public opinion. 

“Confidence has been expressed that the Interstate 
Commerce Commission will proceed conservatively and 
not make any rulings which will seriously disturb exist- 
ing conditions, although there are some provisions of 
the law which seem so plain that they must be carried 
out literally by the railroads and enforced by the Com- 
mission. 

“Many counsel are of opinion that the public will be 
the first to demand the modification of some of the drastic 
features of the law. For instance, the law provides 
that if a. railroad reduces the rate to meet water com- 
petition as a practical matter it cannot afterward in- 
crease that rate if water competition should cease. This 
is likely to result in the elimination of competition, and 
it is not at all improbable that rates will be higher 
rather than lower. In fact, the serious menace in this 
law is that all incentive is taken away from the rail- 
roads to reduce rates because of the difficulty, and in 
many cases the impossibility, of ever again raising them 
should conditions justify. 

“The power of the Commission to suspend advances 
made by railroads will necessarily result in the railroads 
refusing to make reductions, because they will have the 
continual fear before them that if they ever want to 
raise the rates they must get the permission of the 
Commission before they can do so. 

“Then the fact that the Commission may suspend 
increases for 10 months without arriving at a decision 
is a serious menace. There has been no discussion in 
connection with the proposed increases in rates which 
are now in the hands of the Commission. No methods 
have been suggested of justifying these before the Com- 
mission, this work being left to the counsel of the in- 
dividual lines.” 


EDUCATIONAL IN CHARACTER. 


“Such publications as yours are giving us constantly 
a volume of information which is certainly very educa- 
tional in its character and cannot result in other than a 
far better appreciation in the near future of transporta- 
tion conditions generally than have been entertained in 
the past.”"—Frank L. Neall, Philadelphia, Pa. 


ROCK ISLAND CAR LOADING DOWN, 


Reports for the July car loading of the Rock Island 
shows 102,011 cars against 106,876 a year ago. The 
heaviest losses were in coal and live stock, there being 
a decrease of over 2,000 in the number of cars loaded 
of the former commodity and over 1,000 cars of the 
latter. 
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WARNS AGAINST SHORTAGE 


American Railway Association Urges Shippers to 
Make All Possible Shipments While 
Surplus Still Exists 








Railroads are being urged to induce shippers to make 
all possible shipments now to prevent a recurrence of 
what seems to be an inevitable fall car shortage. 

The latest fortnightly report of the committee on rela- 
tions between railroads of the American Railway associa- 
tion is the medium through which the warning against 
a possible stringency in the equipment situation is issued. 
In the current Bulletin, No. 77, Arthur Hale, chairman, 
says: 

“The total surplus reported for the date of this 
Bulletin is 105,564, a decrease of 29,030 since our last 
report. Of this decrease 17,827 are box cars, 8,126 coal 
and gondola, and 3,433 miscellaneous, the decrease in 
the latter being principally coke cars in Group 2 (East- 
ern), and stock in Groups 6 (Northwestern), 8 (Middle 
Western) and 10 (Pacific). 

“The beginning of the grain movement is largely 
responsible for the quickened demand for box cars. The 
decrease in surplus is not confined, however, to the 
large grain producing sections, but Groups 2 (Eastern) and 
2 (Middle) show large reductions in this class, indicat- 
ing that the demand has extended to that territory. 
There are some scattering shortages reported and some 
requests by grain carrying roads for assistance from lines 
still holding a surplus. 

“As regards the coal car situation, the reports denote 
an increase in the demand for this class of cars, and 
with traffic equal to that of August, 1909, the present 
surplus should practically disappear by September 1. 

“The committee recommends to the railroads that 
they urge the public to make all possible shipments im- 
mediately, while there is still a surplus of cars. If 
they will begin their fall shipments earlier than usual 
they will postpone to that extent the car shortage which 
now seems inevitable. 

“The general adoption and enforcement of the Car 
Demurrage Rules has done much to improve the situation. 
but the committee would further recommend that all in- 
dustries be requested to unload cars as much as possible 
within the free time allowed by the demurrage rules. 

“The committee also reminds the railroads that the 
prompt handling of traffic and of empty cars will like- 
wise do much to postpone the shortage.” 

A summary of surpluses and shortages from March 
31, 1909, to August 13, 1910, follows: 





SURPLUSES. 
Coal, 
Gondola 
No. of and Other 

Date. Roads. Box Flat. Hopper. Kinds. Total. 
Aug. 3, 1910...... 155 41,040 3,789 29,093 31,642 105,564 
July 20, 1910...... 152 58.867 3,433 37,219 35,075 134,594 
June 22, 1910..... 158 69,611 3,237 28,762 34,034 125,644 
May 25, 1910..... 154 48,326 3,284 29,888 33,892 115,390 
April 27, 1910..... 153 §=29,366 4,753 44,391 23,575 102,085 
March 30, 1910.... 150 15,834 6,116 7,400 16,322 5,672 
Feb. 16, 1910..... 148 14,990 6,447 8,660 15,416 45,513 
Jan. 19, 1910...... 151 22,842 8,417 7,819 12,758 61,836 
’?, SS 177 24,284 7,595 7,213 19,262 68,354 
Noy. 24, 1909..... 163 17,538 4,091 6,628 12,271 39,528 
Oct. 37, 1909...... 174 13,029 3,090 5,287 9,490 896 
Sept. 29, 1909..... 174 22,330 3,821 11,239 15,998 53,388 
Aug. 18, 1909..... 169 182,505 5,953 42.158 28,808 159,424 
July 21, 1999...... 165 116,221 9,971 78,675 38,487 243,354 
June 23, 1909..... 166 121,441 2,099 89,292 0,112 262,944 
May 26, 1909..... 158 18,077 14,940 97,006 43,687 273,710 
April 28, 1909..... 161 107,665 16,487 110,538 47,638 2,32 
March 31, 1909.... 158 101,344 20,428 128,546 46,282 296,600 
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SHORTAGES. 
Coal, 
Gondola 
No. of and Other 

Date. Roads. Box. Flat. Hopper. Kinds. Total, 
Aug. 3, 1910...... 155 1,451 720 141 471 2.783 
July 20, 1910...... 152 $03 710 16 264 1,293 
June 22, 1910..... 158 523 862 934 410 2,729 
May 25, 1910...... 154 1,416 1,236 1,837 240 4,729 
April 27, 1910..... 153 1,778 1,587 1,544 857 5,766 
March 30, 1910.... 150 8,810 1,604 6,649 2,723 19,786 
Vow. 36, BIG. ..<. 148 15,448 1,243 10,871 3,642 31,204 
sam. WE. 191Gsdecex 151 10,078 590 11,128 3,196 24,992 
Dec, 22, 1909..... 177 10,947 1,021 8,562 3,524 24,054 
Nov. 24, 1909..... 163 22,230 891 9,542 4,833 27,496 
Oat, Bz, 10Gb. cccss 17 23,138 1,412 8,743 3,343 36,636 
Sept. 29, 1909..... 174 8,184 655 4,392 1,351 14,582 
Aug. 18, 1909..... 169 556 277 1,076 100 2,009 
July 21, 1909...... 165 106 169 31 33 $39 
June 23, 1909..... 166 211 190 193 233 82 
May 26, 1909...... 158 83 99 1,011 47 1,240 
April 28, 1909..... 161 144 106 74 173 497 


March 31, 1909.... 158 158 98 116 27 399 


Seek Two New Rate Classes 





Indianapolis, Ind., August 12.—Chairman Wood of the 
state railroad commission is given as authority for the 
statement that the Northwestern Association of Railroad 
Commissioners would seek to have two new classes 
added to the Official Classification governing traffic in 
Central Freight association. It is felt that the present 
classification is defective, and the commissioners are of 
the opinion that the defects may be remedied by the 
addition of the new classes. Lumber was cited as a 
shining example of a commodity demanding a new 
classification. 

It is not known yet whether Illinois and Wisconsin 
will join in the movement, but the other members of 
the association, Indiana, Ohio and Michigan, have already 
signified their intention of petitioning the railroad com- 
mittees for the change, and, should their request be 
refused, of taking the case to the Interstate Commerce 
Commission. A special committee consisting of Chair- 
man -Wood of Indiana, Chairman Glasgow of Michigan 
and Commissioner Gothlin of Ohio was appointed to 
collect the data for presentation to the proper railroad 
committee and a subsidiary committee consisting of 
R. R. Darwin, chief rate inspector of the Wolverine 
board, Commissioner Gothlin and M. T. Brady, rate clerk 
of the Indiana commission, was also appointed to assist 
the first committee in its work. 


Handles Over One Thousand Cars 





St. Louis, Mo., August 12.—Detailed reports of the 
package car movement out of St. Louis, as fostered by 
the Business Men’s League, shows that over 1,400 cars 
were moved out of this city during June. 

Of this number the Illinois Central handled 205 to 
break bulk points in Mississippi, Texas, Georgia, Illinois, 
Alabama, Louisiana and Minnesota; the Southern handled 
129 for Columbia, Knoxville, Atlanta, Chattanooga, Atlanta 
and Spencer Transfer; the Santa Fe had 98 for Albu- 
querque, Temple, Amarillo, Los Angeles and California 
the Wabash had 62 for Council Bluffs for western points, 
while the Frisco bandled 909 cars for Arkansas, Okla- 
homa, Texas, Missouri, Kansas and Tennessee points. 
To this system also belongs the distinction of a perfect 
record; the report shows that it handled 52 cars for 
Jonesboro, working all for second morning delivery; it 
also handled 65 cars for Springfield, Mo., without 4 
delay. 






August 





RIPI 


Santa | 


E. 
taken § 
ments 
the ra 
the fol 

“a 
the 231 

a 
values 
but ju 
fixed 
society 
$17,001 
placed 
into t 
billion 
have | 
you g 
tion. 
lated 
impro 
intere 
In te 
capité 
inves’ 
gener 
that 
he re 
his « 
evade 
anti 
broke 
at on 
platf 
shou 
of a 

moth 
men 
com! 
tion 
crea 
duce 
publ 
ofa 


intre 
of t 
like 
enol 
solv 
ner 

min 
den 
una 
torr 
tion 
dis} 
has 





I, No. 7 


ASWSaAWWwWorAow Fr ote w™e Serr 
L 
~ 
oe 
wo 
a 


eS 


id of the 
for the 
Railroad 
classes 
traffic in 
present 
s are of 
| by the 
ed as a 
a new 


Visconsin 
nbers of 
2 already 
oad com- 
quest be 
ommerce 
of Chair- 
Michigan 
yinted to 
railroad 
isting of 
Volverine 
ate clerk 
to assist 


Cars 


ts of the 
stered by 
1,400 cars 


od 205 to 
a, Illinois, 
n handled 
a, Atlanta 
for Albu- 
valifornia; 
rn points, 
sas, Okla- 


ee points. 


a perfect 
cars for 
livery; it 
without 4 





August 13, 1910 


RIPLEY CHALLENGES CUMMINS 


Santa Fe Executive Takes Senator to Task for Recent 
Statements as to Railway Capitalization 





EH. P. Ripley, president of the Santa Fe system, has 
taken Senator Cummins of Iowa to task for certain’ state- 
ments made with respect to railway capitalization and 
the railway bill before the last session of Congress in 
the following open letter: 

“In your Chautauqua speech at Peabody, Kan., on 
the 23d ult., you are reported as saying: 

“‘T am not opposed to the railroads. No man who 
values the public welfare can be hostile to the railroads, 
but justice to all means to pay the righteous dues as 
fixed by the laws of trade by competition or through 
society. The railroads of the country are capitalized at 
$17,000,000,000. The highest estimate I have ever heard 
placed on the actual amount of independent capital put 
into their roads was $8,000,000,000. There is nearly nine 
billions of dollars of impure and adulterated water. You 
have to pay more than you ought to pay for the service 
you get in order to pay dividends on this vast capitaliza- 
tion. The railroads charged excessive rates and accumu- 
lated a surplus, and this they put back into the roads in 
improvements, and they now ask you to pay additional 
interest on this surplus, secured by extortionate rates. 
In ten years the railways added $3,500,000,000 to their 
capitalization in betterments and extensions without the 
investment of a single penny of independent capital. 

“*When Congress met a bill came from the attorney- 
general. I regret to say that the attorney-general forgot 
that he was attorney-general for 90,000,000 people. But 
he remembered his long law practice in New York, when 
his chief business was to tell the corporation how to 
evade the law. This bill provided for the repeal of the 
antitrust law, under which the traffic associations were 
broken up and allowed all agreements to go into effect 
at once. This was a plain repudiation of the republican 
platform. Aldrich, in the committee room, said the bill 
should pass without changing of a letter or the dotting 
of an “i,” but as the bill passed the Senate its own 
mother would not recognize it. If it had not been for 
men like Senator Bristow the bill as it came from the 
committee would have passed the Senate. 

“Senator Aldrich has vigorously opposed all regula- 
tion of the railroads by Congress ever since the bill to 
create the Interstate Commerce Commission was intro- 
duced in 1887. I was born and always have been a re- 
publican, but I cannot and will not follow the leadership 
of a traitor to his party and the people.’ 

“IT hold no brief for Senator Aldrich. The bill he 
introduced in Congress was in no sense in the interest 
of the railroads—on the contrary, it was intensely dis- 
liked by them. According to your account he has sins 
enough to answer for—and he certainly should be ab- 
solved from the sin (in your eyes) of having in any man- 
ner favored the railroads—it is true that the so-called ‘ad- 
ministration bill’ was shown tosomeof the railroad presi- 
dents after it was drawn—and it is also true that they 
unavailingly protested against its terms. Also, the at- 
torney-general should be eliminated from the condemna- 
tion which attaches in your opinion to everyone who is 
disposed to be fair to the railroads; if Mr. Wickersham 
has favored the railroads in any way it has not been 
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observed by those most affected. There was in the bill 
only one thing that could by any possibility be consid- 
ered as favorable to the railroads, viz., the right to make 
legal agreements as to rates—a proposition recommended 
by Roosevelt, by the Interstate Commerce Commission, 
and inserted, I believe, in your party platform. A right, 
also, which all unprejudiced students of railway econom- 
ics realize as being a necessity. This—the only desirable 
feature of the ‘administration bill’—was eliminated by 
you and your friends, 

“You say that the railroads of the United States are 
capitalized at seventeen billions and that you have not 
heard it claimed that they represent an actual invest- 
ment of over eight billions; that the remaining nine bil- 
lions represents money earned by the railroads (‘extorted 
from the people’ is your way of expressing it) and in- 
vested in the properties. Also, that in ten years (you 
do not say what ten years) the railroads issued securities 
of the face value of three and a half billions, without 
the investment of a single penny of original capital. 

“If you had cared to make a fair statement instead 
of an inflammatory and partisan speech you would have 
stated that of the seventeen billions of nominal capitali- 
zation only thirteen and a half billions is in the hands 
of the public; you would have stated that substantially 
20 per cent of this capitalization paid no return and that 
the entire return on outstanding capital was 5.35 per 
cent. These figures were just as readily obtainable from 
the report of the Interstate Commerce Commission as 
those you selected for your purposes—if you had cared 
to tell the whole truth. I do not think it would be 
possible to ascertain at this date just how much ‘orig- 
inal investment’ has gone into our railroads. Millions 
on millions have been lost sight of; millions wiped out 
by foreclosure. Yet I am willing to venture my opinion 
against yours that this ‘original investment’ far exceeds 
the eight billions you allow, but even if we admit this 
distorted view the earnings were less than 10 per cent 
on this eight billions. 

“We know (and you know, because you have admit- 
ted it) that the existing capital probably does not ex- 
ceed the cost of reproduction. Your idea therefore seems 
to be that the railroads alone of all the industries of 
the country are not to be permitted to share in the 
country’s prosperity and growth, though they have been 
the chief means of creating it; that those who risked 
their money in railroad securities in the early days are 
entitled to no profits beyond simple interest; that al- 
though the Kansas farmer has seen his land advance in 
value four or five hundred per cent, due to the building 
of the railroad, he should contribute to its support noth- 
ing more than interest on the ‘original investment’—re- 
gardless of the risk the investor took and of the years 
when his return was nothing. Permit me to ask how 
you reconcile this position with the statement that you 
are ‘not opposed to the railroads?’ 

“Permit me to ask also (again assuming the correct- 
ness of your theory as to the amount of original invest- 
ment) what you would consider a fair return on this 
eight billions of dollars? We have seen that at present 
the return is less than 10 per cent on this amount. Mani- 
festly, you believe everything that is earned should be 
paid out in interest and dividends because any earnings 
that are put into the property are, according to your 
theory, not to be reckoned with as giving additional 
value, 
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“All the moneys heretofore earned have been earned 
in accordance with the laws of the land—the money 
clearly belongs to the owners of the property; they 
could have paid it to themselves in dividends had they 
so desired; if, instead of so doing, they decided to re- 
invest it in the property, taking securities in return, you 
propose to confiscate it. Yet you are ‘not opposed to the 
railroads.’ 

“TI should like your authority for the statement that 
in any ten years of the life of this country the railroads 
have issued $3,500,000,000 of securities for betterments 
and extensions representing no actual cash outlay. The 
vagueness of the statement makes it impossible to re- 
fute it by actual figures, though I know it is untrue. A 
very little study of the facts would satisfy you that 
there are few industries in the United States that have 
received as small returns in the last twenty years as 
the railroads, whether figured on present value or on 
your alleged actual cost. There are a few conspicuous 
examples of prosperity due to favorable locations and 
rapid development, just as such cases will be found in 
all kinds of business, but you cannot legislate for these 
alone. 

“It is a truism that the country cannot prosper un- 
less the railroads are prosperous, yet it seems necessary 
to remind you of it. Not a day passes that we are 
not called on (in Kansas, for instance) to spend money 
for which we know we shall get no return. We are 
asked to pave streets, to elevate tracks, to build new 
stations, and a thousand and one other things that add 
nothing to our revenue, but which are demanded by the 
public safety and convenience. Most of these things 
should be paid for out of earnings, but what if the earn- 
ings do not permit? 

“IT am no foe to railway regulation—on the contrary, 
I have always favored it—but thus far it has not been 
undertaken with a judicial spirit. The subject has been 
approached upon the theory that the railroads were 
malefactors and the regulation has taken the form of 
persecution, with Senator Cummins and his friends as 
chief persecutors. You have at last succeeded in placing 
the entire responsibility for railroad earnings upon the 
shoulders of the seven men composing the Interstate 
Commerce Commission, plus the railway commissions of 
forty-five states, more or less; you have succeeded in 
depriving the owners of the properties of any consid- 
erable voice in their management, while accepting no 
responsibility as to results. Yet, you and those who 
vote with you will ultimately be held responsible if 
the conditions you have brought about are not satisfac- 
tory to the public, as they certainly cannot be. Do not 
misunderstand—the railroads will do the best they can, 
to the extent they are permitted—but the limitations are 
not of their making.” 


PITTSBURG HAS RECORD TONNAGE 


Pittsburg, Pa., August 12.—According to tables com- 
piled by the Chamber of Commerce, the Pittsburg dis- 
trict had a record year in 1909 in the freight handled. 
It is stated that 158,066,542 tons moved in that period. 
These figures show a gain of 42,051,138 tons over the 
rather depressed business year of 1908, and are within 
3,000,000 tons of the record of the banner year, 1907. 
The tonnage is nearly four times the amount moved 
13 years ago. Of the total named, 145,580,388 tons were 


moved by railroads, and 12,426,154 tons were moved by 
river boats. 
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NEW COMPLAINTS FILED 


Digest of Petitions Docketed by Interstate Com- 
merce Commission During Past Week 








American Refining Co. of South Bartonville, Ill., vs. Pere 
M. and C. & A. (3448). 

Complainant alleges that during the months of No- 
vember and December, 1908, and January, 1909, it 
had shipped from Charlevoix, Mich., to Peoria, Ill, 
eight cars of beet final molasses and residue, for which 
complainant claims defendants have charged excessive, 
unreasonable and unjust rates. 

Complainant prays that after due hearing and in- 
vestigation defendants be made to answer such charges 
and to put in force more reasonable and just rates and 
asks reparation in the sum of $328.39. 


Mattison, Cyrus C., of Park Manor, Chicago, Ill., vs. P. 
R. R. (2451). 

Complainant alleges that the defendant by abandon- 
ing Park Manor station compelled complainant and all 
others similarly situated to use the stations located at 
either Englewood, one mile west of Park Manor, or 
Grand Crossing, six-tenths of a mile east thereof. 
Complainant is informed and has every reason to 
believe that said Grand Crossing station is to be re 
moved to a point more than a mile distant from Park 
Manor. Complainant claims that on account of aban- 
doning said stations it will work a great hardship on 
its residents. 

Complainant prays that defendant be made to answer 
such charges and to cease and desist from said viola- 
tion, and to provide and furnish at Park Manor the 
facilities heretofore abolished. 


Schening, W. J., of Cullman, Ala., vs. L. & N. (3449). 

Complainant alleges that on June 29, 1910, he shipped 
from East St. Louis, Ill., to Cullman, Ala., a shipment 
weighing 24,000 lbs., rate 56%c. Complainant alleges 
that the rate charged by defendant for the transporta- 
tion of above shipment is unjust, unreasonable and 
excessive, and prays that after due hearing and inves- 
tigation defendant be made to answer such charges 
and asks reparation in the sum of $62.08, and to put 
in force more reasonable and just rates. 

Emil Ahlrichs, attorney for complainant, Cullman, Ala. 


Utterback Bros. Co., of Bangor, Me., vs. N. Y. C. & H. 

R., Can. Pac., Bangor & A. and Maine Cent. (3450). 

Complainant alleges that on various dates it shipped 
two carloads of wagons, for which defendants have 
charged and exacted unreasonable, unjust and excessive 
rates. 

Complainant prays that after due hearing and inves- 
tigation defendants be made to answer such charges 
and asks reparation in the sum of $106.56. 


HEARING ON SAFETY APPLIANCE ACT. 


Washington, D. C., August 12.—The Interstate Com- 
merce Commission has announced that it will hold 4 
hearing, beginning September 29, for the purpose of se 
curing the views of all persons interested in the designa- 
tion of the number, dimensions, location and manner of 
application of the appliances provided for in the act to 


supplement the safety appliance acts as approved April 
14, 1910. 
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NEALL ATTACKS PENNSY RATES 


Again Charges Present Adjustment of Inland Charges 
Discriminates against Philadelphia; Compares 
Average Earnings with Rates to this Port 








Philadelphia, Pa., August 12.—Frank L. Neall, late a 
delegate of the Commercial Exchange on the joint com- 
mittee of commercial organizations of Philadelphia on 
import freight differentials, has again challenged the 
justice of the rate alignment of the Pennsylvania rail- 
road as it affects this port. 

In a circular on the subject, made public Monday, 
Mr. Neall says: 


Vagaries in Railroad Tariffs. 

“Recently, when referring to some railroad freight 
tariffs, and the intricacies and glaring inconsistencies 
thereof, parties with extended experience in transporta- 
tion matters and who annually ship an enormous volume 
of traffic, characterized certain tariffs as made up ‘of 
discriminations and injustices, perpetrated through the 
unscientific piecemeal conglomeration of expedients, 
double meanings, jokers, deals, understandings, pools or 
agreements, which represented corporate interests prof- 
ited or prejudiced to the advantage or detriment of 
localities and individuals; also, that the incongruous 
twists and turns interjected to first deceive themselves 
(the railroads) and, eventually, the shippers, in getting 
up freight tariffs, were insincere, if not false upon their 
face,’ 

“The foregoing epitome of certain portions of the 
freight rate structure would not seem to be an over- 
statement of the situation, to judge by a dispatch from 
Washington to the New York Commercial, dated July 
25, 1910, which read as follows: 

“*The Interstate Commerce Commission has decided 
that freight and passenger tariffs filed with the Com- 
mission and furnished to shippers must be less hiero- 
glyphical for the layman. Even the Commission’s ex- 
perts have been stumped by some of the specimens that 
have come in recently.’ 


Method of Computing Railroad Tariffs. 

“The original method of computing inland freight 
rates was largely predicated upon charging a given num- 
ber of mills per ton per mile for each mile the mer- 
chandise was transported. A later method, it has been 
frequently asserted, is to charge ‘what the traffic would 
bear.” The distance the merchandise was to be trans- 
borted was a prime factor. Another feature bearing 
upon the rate, was the cost of the movement; and still 
another, the value of the merchandise to be carried. As 
illustrating this latter feature, sugar is worth $120; 
Wheat, $41; corn, $27; steel rails, $26; cement, $5.50; 
ore, $5, and bituminous coal, 90 cents, each, per ton of 
2,240 pounds, 

“Now if coal at the mines is worth 90 cents per 
‘on, and sugar at the refinery is worth $120 per ton, it 
Would appeal to anyone that the rate for transporting 
the high valued sugar should be materially greater than 
the rate for transporting the low valued coal. In like 
manner, if merchandise is to be carried five or fifteen 
miles, the total charged for transporting it would nat- 
ually not be as much as if the distance were 300 or 
400 miles. In other words, two prime factors in ascer- 
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taining the rate of freight to be charged are, the dis- 
tance the merchandise is to be carried and the value 
of the merchandise to be transported, which latter factor 
largely determines its classification by railroads. 

“The time has come when the public must under- 
stand the theory or practice upon which freight rates 
are to be based. As a general proposition, the thought 
is here interjected, that sooner or later the Interstate 
Commerce Commission will decide upon some general 
principle as basis for the simplification of rate making. 
They may possibly recognize not only the separation of 
the terminal and transfer charges from the road charges, 
but that the freight rate should represent a specific 
charge in mills per ton per mile for the haul over the 
railroad between the terminals, with added amounts, re- 
spectively, for terminals at point of origin and at point 
of final destination. 

“The United States government, through its various 
departments, has for some years been annually com- 
piling statistical data concerning the average freight 
revenue of all the railroads in the United States, of 
certain groups of railroads, and of individual railroad 
systems. The annexed tabulation is compiled mainly 
from the authority above cited, and it is believed the 
figures are accurate. 

Schedule of freight rates, in mills (A.A.) per ton (2,000 Ibs.) 
per mile, and the approximate equivalents in fractions of a 
cent (B.B.) per ton (2,000 lbs.) per mile; also approximate 
freight revenue—in other words, inland rate of freight—in cents 


(C.C.) per ton (2,000 Ibs.), for transporting merchandise at rates 
stated, for the several undernoted distances * ** *** 


(A.A.) (B.B.) (C.C.) 
ta ses 

10 50 400 
miles miles miles 
A The freight revenue of all 

U. S. railroads in year 1908 

WD bide Ft eswardiwibdctate dues 7.54 4c Tec 
B The freight revenue of rail- 

roads comprising Group 2, 

BOOS, WRD bcc cveccceseccceccves 6.43 21-32c 69-l6c 319-l6c 2.62 
C The freight revenue of Penn- 

sylvania railroad, 1907, 1908, 

area er eae eee 5.75 9-16c 556c 28%c 2.25 
D The freight revenue of New 

York Central & Hudson River 

Wee ek ies uidesdneins tees 6.11 56c 64%4¢c 31%c 2.50 
E The freight revenue of Ches- 

apeake & Ohio R. R., 1908....4.32 7-1l6c 4%c 21%c 1.75 
F The freight revenue of Union 

Pacific R.. B., 190G..62 .cccceovs 9.62 31-32c 911-16c 48 7-16c 3.87 


374%4c $3.00 


“From the foregoing schedule, three prominent fea- 
tures may be noted—(A) that the freight revenue of 
all the United States railroads in the year 1908 was 
equal to 7.54 mills per ton per mile, say % of a cent 
per ton per mile; (B) that the railroads comprised 
within the states of New York, Pennsylvania, New Jer- 
sey, Delaware and Maryland (group 2), derived in 1908 
a freight revenue of 6.43 mills per ton per mile, or, say, 
21/32 of a cent per ton per mile; and (C) that the 
Pennsylvania railroad, in the years 1907, 1908 and 1909, 
averaged a freight revenue of 5.75 mills per ton per 
mile, or say, 9/16 of a cent per ton per mile. 

“In the face of the declarations in the annual re- 
ports of the Pennsylvania Railroad company, of a three 
years’ average freight revenue of 5.75 mills per ton 
(2,000 pounds) per mile, we find that certain merchan- 
dise (Canadian wheat for export, Buffalo to New York) 
is transported over that system at 1.69 mills per ton 
per mile, other merchandise (steel rails, for export, 
Pittsburg to Boston) transported at 1.88 mills per ton 
per mile, and still other merchandise (steel rails, for 
export, Pittsburg to New York) is transported at 1.82 
mills per ton per mile. 

“Contrasted with the above figures, steel. rails—for 
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export—Pittsburg to Philadelphia, earn for the Pennsyl- 
vania railroad a transportation revenue of 3.56 mills per 
ton per mile. This amount is nearly twice as much 
revenue as the Pennsylvania railroad would have earned 
if the rails had been routed via New York or Boston, 

“In partial explanation of factors involved in these 
computations, the following is pertinent: The export 
rate on steel rails, Pittsburg to Boston, is $1.75 per ton, 
2,240 pounds. The Pennsylvania railroad allows the 
originating road, say, Pittsburg & Lake Erie railroad, 
15 cents per ton out of this freight rate, and also allows 
the New York, New Haven & Hartford railroad 67 cents 
per ton for carrying the export rails 233 miles from 
New York to Boston, thus leaving 93 cents per ton 
transportation revenue to the Pennsylvania railroad for 
her haul, Pittsburg to New York, 441 miles, say, 1.88 
mills per ton per mile. 

“In like manner, on export rails to New York, the 
15 cents per ton would be paid to the Pittsburg & Lake 
Erie, and the Pennsylvania railroad would assume cost 
of free lighterage at New York—70 cents per ton— 
leaving her 90 cents per ton, 2,240 puunds, transporta- 
tion revenue, for the haul Pittsburg to New York, 441 
miles, say, 1.82 mills per ton per mile. 

“Again we find the Pennsylvania railroad charges 
7.01 mills per ton per mile, on cement, Martins Creek 
to Jersey City, 114 miles. More astounding still is her 
charge of 15.00 mills per ton per mile, on cement, Mar- 
tins Creek to Philadelphia (90 miles)—this latter a dis- 
crimination of 114 per cent against Philadelphia. And 
yet the foregoing seems insignificant when it is realized 
that the 15.00 mills per ton per mile vharged on the 
cement—a low priced article—to Philadelphia, is 700 per 
cent greater than the transportation charge on steel rails 
—a high priced article—Pittsburg to New York. 

“In computing these illustrated tabulations we have 
taken recognized distances and verified the tariff rates 
from public tariffs, and have made the computations in 
mills per ton per mile, calculated on short ton basis, as 
usual. It is recognized that the average cost per ton 
per mile of conducting freight transportation on the 
Pennsylvania railroad, as set out in their annual reports 
each year, cover what are known as operating expenses, 
but we have thought it might be enlightening to certain 
shippers and other interested parties, for purposes of 
comparison, to annex the figures furnished by the rail- 
road in annual reports for 1907, 1908 and 1909, and have 
noted same opposite the average freight traffic revenue 
stated in same. 

Freight Rates, Also Transportation Revenue—All Rail. 

Computed in mills per short ton per mile 
Steel rails, Pittsburg-Philadelphia, 351 miles; rate of ‘freight, 
SOG. WE CON cc cuicd one BU Ors be these chan cdént votes cbbcseeanee 3.93 
Steel rails, Pittsburg-Philadelphia, 351 miles; rate of frelght, 


$1.55 per ton, less allowance to Pittsburg & Lake Erie 
R. R., 15 cents per ton, leaving Pennsylvania railroad net 


rate for transportation, $1.40 per ton.......-scesesesccees 3.56 
Steel rails, Pittsburg-New York, 441 miles; rate of freight, 
8 Ge RE a a ee er re ees er ee 3.54 


Steel rails, Pittsburg-New York, 441 miles; rate of freight, 
$1.75 per ton, less allowance to Pittsburg & Lake Erie R. 
R., 15 cents per ton, and lighterage free, deduct 70 cents 
per ton, leaving Pennsylvania railroad net rate for trans- 


MEP UREION. OO COMES BOP BOGhe. ccc cicssdvcesncccceverccncsocacess 1.82 
Steel rails, Pittsburg-Boston, 674 miles; rate of freight, $1.75 
CY . 6delons acd okie wad) ebb eeheetbaein om chdbosvedeen ners 2.31 


Steel rails, Pittsburg-Boston, 674 miles; rate of freight, $1. 15 
per ton, less allowance to Pittsburg & Lake Erie R. R., 
15 cents per ton, and to New York, New Haven & Hart- 
ford R. R. (Waverley transfer), 67 cents per ton, leaving 
Pennsylvania railroad net rate for transportation, Pitts- 
burg to New York, 93 cents per ton.........seeeeceeeces 1.88 
Imported iron ore, Philadelphia- phoney ie 351 miles; rate of 


, Ws kcccccccepeceesoupactecetseewees ese 3.81 


Imported iron ore, Baltimore-Pittsburg, 331 miles; rate of 
freight, $1.50 per ton....... 4 
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Sugar, New York-Cleveland, 625 miles; rate of freight, 1 
COME TOF 1G0 MOUTIGD 4. 0 occ cee ccc csnccosvcesesccwpececcccss. B.1G 

Sugar, New York-Cleveland, 625 miles; rate of freight, 18 
cents per 100 pounds, less allowance for floatage and 
lighterage in New York harbor, 6 cents per 100 pounds, 
leaving Pennsylvania railroad net rate for transporta- 
Chm, TS GOUUD WOE TOS HOUMIGE. ccc ccccccccccscececaveccccss. 3 

Sugar, Philadelphia-Cleveland, 535 miles; rate of freight, 16 
cents per 100 pounds, leaving Pennsylvania railroad net 


Fete few GRAMMAR TOEIOMS 6.4 dc oo 6 0:66 60s b.0:05 6 vince Se SESBe wees se. 6.00 
Portland cement, Northampton-Jersey City, 95 miles; rate 

GC Spee, BO COIS OT WOU riiis cs vcacecereecccersveccess. 8.42 
Portland cement, Northampton-Philadelphia, 74 miles; rate 

OE SPORE, GA.B0 OP WOR so 6s ec vccccwcctsccecctccccescccsecs. 18.24 


Portland cement, Martins Creek-Jersey City, 114 miles; rate 
of freight, 80 cents per ton, leaving Pennsylvania railroad 
errr tee ee eee 7.01 

Portland cement, Martins Creek-Philadelphia, 90 miles; rate 
of freight, $1.35 per ton, leaving Pennsylvania railroad net 
FEEL 4 5 Siiie ong ne sdatedes +aeeees baohe ses sce 15.00 

Wheat, Bu‘falo-New York, 492 miles; p 
ee IE. « c.t.03s cc enncrcab deme ddbnrteetuatesececs.. 8.72 

Wheat, Butalo-New York, 492 miles; rate of freight, 
cents per bushel, less Buffalo elevation, % cent per bushe! 
lighterage at New York, 1 cent per bushel, leaving Penn- 
sylvania railroad net rate for transportation, 4 cents per 
IIE <0. 7mninarAih iscineiien wt ini edianihia abv achnleivaiieiad Wale dias «4.0.0 « 2.70 

Wheat, Buffalo- -~" eaamapees 416 miles; rate of freight, 5 
EE on an ced phnaadedaiihi dias + hmkhibdeo 2 6.00 4.16 

Wheat, Buffalo-Philadelphia, 416 miles; rate of freight, 5.2 
cents per bushel, less Buffalo elevation, % cent per bushe! 
leaving Pennsylvania railroad net transportation, 4.7 cents 
TE, hos. 0: 6 tn. vee kesh ose Maw de on tcheneee eee ee bn.s 0 3.77 

Canadian grain to be exported, in bond, Buffalo-New York, 

492 miles; rate of freight, 4 cents per bushel 

Canadian grain to be exported, in bond, Buffalo-New York, 

492 miles; rate of freight, 4 cents per bushel, less Buffalo 
elevation, % cent per bushel, and 1 cent per bushel free 
lighterage expense in New York, leaving Pennsylvania 
railroad net rate for transportation, 2% cents per bushel. 1.69 

Canadian grain to be exported, in bond, Buffalo-Philadel- 
phia, 416 miles; rate of freight, 3.7 cents per bushel...... 2.96 

Canadian grain to be exported, in bond, Buffalo-Philadel- 
phia, 416 miles; rate of freight, 3.7 cents per bushel, less 
Buffalo elevation % cent per bushel, leaving oe 
railroad net rate for transportation, 3.2 cents per bushel.. 2.56 


Pennsylvania railroad: 
Average Freight Traffic Average Cost 


Revenue per ton per mile. per ton per mile 


1907 (Annual Report)...... 5.77 mills 4.13 mills 

1908 (Annual Report)...... ae ™ 3.93 “ 

1909 (Annual Report)...... 5.80 “ 320 “ 
Average, 3 years........ 5.75 mills 3.96 m mi ills 


Rail Accident Toll Heavy 


Washington, D. C., August 12.—The number of pe! 
sons killed and injured by the railroad companies of the 
United States during the months of January, February 
and March, 1910, as shown on Accident Bulletin No. 35 
of the Interstate Commerce Commission, was 1,100 killed 
and 21,232 injured. It shows an increase of 466 killed 
and 6,110 injured, as compared with the same period of 
a year ago. These figures deal only with employes on 
duty and passengers. The statistics here given present 
the record of standard railroads, for convenience called 
steam railroads, in distinction from electric 
There were 19 killed on electric railways and 669 in- 
jured. 

The total number of casualties in this quarter is 
swelled by two great disasters, an avalanche in the state 





railways. 


of Washington, and a derailment in Iowa, both in the 
month of March. In these two disasters 141 persons 
were killed and 52 injured. In other respects the pres 


ent record shows no remarkable differences as compared 
with the corresponding quarter one year ago (Bulletin 
31), bearing in mind the fact that Bulletin 31 represents 
a time when there was still an abnormally low volume 
of traffic on many roads. 


WABASH SHOWS A FALLING OFF. 


July carloading on the Wabash fell off 4,035 cars, the 
total for 30 days being 4,035. The coal strike had 4 
disastrous effect on the loading in this commodity, but 


the outlook for the present month is considered favorable- 
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LEGAL DEPARCDVENT 


In this department we shall answer simple questions re- 
lating to the law of interstate transportation of freight. It is 
available both to those who are members of the Traffic Service 
Bureau and those who are not. Readers are particularly in- 
vited to write for advice on specific subjects covering the Act 
to Regulate Commerce and the decisions of the courts and the 
Interstate Commerce Commission thereunder. 


Address Legal Department, The Traffic Service Bureau, 
Washington, D. C. 





Illinois —“G. S. hides is a commodity that contains 
a certain percentage of moisture, and for which the 
buyer is allowed tare. Should the transportation com- 
pany charge on the gross or net weight of hides?” 

The courts have generally held that whenever freight 
is to be charged by measurement of bulk or weight, and 
there are no special stipulations upon the subject in 
the bill of lading, that then the measurement or weight 
at the time of shipment, and not at the time of delivery 
at destination, is to be adopted for the purpose of esti- 
mating its amount. 

The Interstate Commerce Commission, however, has 
substantially held that if the carriers generally in a 
given territory follow the practice of billing at net 
weight, while in another territory they require billing 
at gross weight, that such practice will not of itself 
constitute sufficient ground for an order to discontinue 
the same because of unjust discrimination. 

* e ” 


Ohio.—‘A manufacturer purchased several cars of 
scrap iron for shipment from various points, which ac- 
cumulated and congested at destination, and the trans- 
portation companies issued a general embargo stopping 
shipments consigned to the manufacturer, This embargo 
was not enforced against all shipments, on account of 
consignor claiming that certain deliveries were not re- 
quired, and also on account of the failure of freight 
agent to notify consignors of the embargo. Please ad- 
vise regarding disposal of demurrage charges which are 
assessed against the cars.” 

The delivering carrier is under obligation to collect 
demurrage charges assessed by it, although such charges 
may have accrued as the result of error on the part of 
another carrier, or neglect of its agents. The shipper 
should pay the lawfully published charge via the route 
over which the shipments moved, pending dispute, and 
then make claim for refund. 

If demurrage charges accrued on certain cars upon 
which embargo were placed, without sufficient notice to 
consignor, then the fault of the carrier, or the unrea- 
sonableness of such a practice, can be determined only 
by complaint filed with the Interstate Commerce Com- 
mission. 

* & * 

Pennsylvania.—‘A party in W. purchased a barrel 
of grain alcohol from us. We shipped the same, but 
learned afterward from consignee that he did not receive 
the goods. The railroad could not prove delivery in W. 
We made a demand upon it for the purchase price of 
the goods, which it refused to pay on the ground that 
the shipping receipt provided that claims not presented 
within four months after date would become null and 
void. What are our rights?” 

If the consignor of goods receives a receipt from 
the carrier containing limitations of the latter’s liability, 
without making any objection thereto, and the consignor 
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has not been misled or imposed upon, he cannot de- 
prive the carrier of the benefit of such limitations by 
showing that he took the receipt without reading it, or 
without being aware that it contained such provisions, 
and, in the absence of fraud, the terms of the receipt 
would be conclusive. The courts of your state have in 
effect held that if the carrier inserts in the receipt a 
condition that in the event of loss the owner shall) give 
notice of his claim within a specified time, and if the 
time specified is a reasonable one, that then the owner 
will be precluded from the right to maintain an action 
against the carrier unless he has presented a notice 
within the time stated and in the manner provided. 
°K co ok 

Texas.—“A car of lumber was given a carrier at a 
point in Texas to be transported to another point in 
Texas, the consignor giving no routing instructions. 
There are several practical routes within the state be- 
tween the points of origin and destination. The state 
tariff provided a rate of 17% cents per 100 pounds for 
the commodity and reconsignment privileges. The car 
instead of being moved by the more direct state route 
was taken by a circuitous interstate route, which was 
almost three times greater than the state route. When 
the car reached point of destination, instructions were 
immediately given the delivering carrier to reconsign 
the car to another point in Texas. On arrival of ship- 
ment at final destination the carrier collected reconsign- 
ment charges on the basis of the combination of local 
rates, on the grounds that the shipment was interstate, 
and that no interstate rate effective between Texas 
points provided for reconsignment privileges. The Texas 
tariffs and the Texas railroad commission’s rules provide 
for reconsigning any car, and a charge for such is to be 
the rate in effect from the point of origin to the substi- 
tuted destination. Is this a matter over which the Inter- 
state Commerce Commission has jurisdiction?” 

The Interstate Commerce Commission has jurisdic- 
tion over the subject-matter in controversy. Any ship- 
ments involving continuous through transportation 
between two points in the same state when a part of the 
route is outside the state through another state is inter- 
state commerce. This is none the less true because the 
carrier misrouted the shipment, and failed to use a 
shorter route which is wholly within the state. In a 
similar case, a shipment destined to another point in 
the same state was delivered to a carrier without rout- 
ing instructions. It was sent by a route that took it 
outside the state line, and required the payment of an 
interstate rate higher than the state rate which would 
have applied on an available intrastate route. The Inter- 
state Commerce Commission held “that the Commission 
recognizes the right of the shipper to route his shipment, 
which in this instance the shipper neglected to do; that 
the shipment moved interstate and that the Commission 
cannot say that the interstate carrier can apply any 
other than its lawfully published tariff rate except under 
special commission or order of the Commission.” 

However, as the Commission will take judicial notice 
of any legal state rate, and as it was the legal duty of 
the carrier to move the shipment by the obvious, direct 
and cheaper route, an application to the Commission for 
redress would likely result in an award for reparation 
based upon the difference between the higher rate 
charged via the interstate movement and the lower rate 
that was applicable via the intrastate movement. 
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With claims filed by the peach growers against the 
railroad companies in Texas for heavy damages for fail- 
ure to furnish refrigerator cars in sufficient numbers to 
carry away the peaches they tendered at the various 
stations, it can be observed that not only are the crops 
good in Texas, but that the railway companies of that 
state cannot complain of the amount of business offered 
them. 

Warned by this shortage of cars for transporting 
fruits and vegetables from the southwest, the, railway 
companies are using every effort to concentrate in that 
state cars sufficient to carry away from the producing 
districts the wheat, the corn and the cotton that from 
now on will task their facilities to the very utmost. 

It is true of Texas that with the astonishing growth 
of commerce at her gulf ports a very great part of the 
shipments from the agricultural districts can be placed 
on the vessels for foreign and coast deliveries in a com- 
paratively short haul. ' 

Yet there are millions of tons of her products to go 
north, east and west that will add to the revenues of 
railways situated far beyond her boundary lines. 

It is a well-known fact that the vegetables and fruits 
produced of late years in Texas and the growth of which 
has added much to the income of her people have also 
contributed to an extensive amount to the earnings of 
the railways beyond the state line as far north as Chi- 
cago and St. Paul and as far east as Louisville and 
Atlanta. 

It speaks volumes for the amount of railway traffic 
of this coming autumn and winter to find the Texas 
railways, which have nearly all been earning fine profits 
of late years, and which have spent millions of dollars 
in increasing their facilities, at the very outset in straits 
for cars to convey the offered freights. 

Our railways, to the north, the east and the west, 
will soon feel in their own sphere of operation the 
effects of this great movement of tonnage from the 
abundance of the southwest. 

It is to be hoped that the finality of the local har- 
vests in the sections named will be such as to bring to 
the producers, and thus certainly to the railways, the 
greatest total of tonnage they have ever known.—Cin- 


cinnati (O.) Enquirer. 
+ * ” 


It is claimed that the third year after a panic is 
generally a hard one. The New York Stock Exchange 
is, in one sense, a barometer of the country’s condition. 
Since early spring the stocks listed on the exchange 
have been sagging in price. On Tuesday most of them 
reached the low level of the year and many of them 
are now near the prices which prevailed during the panic. 

There is no trouble in money, however. Interest 
rates are low and the banks have made use of the past 
three years to protect themselves against all contin- 
gencies. 

The cause of the depression in stocks is the fact 
that the railroad men in the United States seem to be 





thoroughly demoralized. The old order is changing, and 
no one knows what is to be the future of the great 
carrier systems of the country. The railroads represent 
a capitalized valuation of about eleven billions of dollars. 
Roughly speaking, we might say that they are worth 
about a tenth of the entire property value of the United 
States. Their securities have been a favorite form of 
investment and medium of speculation in New York for 
two generations. 

Now the men in charge of the roads are no longer 
permitted to charge what the traffic will bear; their em- 
ployes demand higher wages; the steel trust is exacting 
higher prices for rails and for cars; new rights-of-way, 
new terminal facilities, everything that goes into rail- 
Ways costs more money than it did only a few years 
ago. Men with money invested in railroads see gross 
earnings growing greater and net earnings growing pro- 
portionately less. They realize that it rests in the hands 
of the Interstate Commerce Commission and of Congress 
to change rates and wipe out all profits. The railroads 
are, for the most part, overbonded and cannot sell more 
stock. Some of their owners are in a blue funk because 
they fear the government will take over their property. 
Others, fearing that railway investments now and in the 
future will not prove profitable, are hoping that the 
government will take over the roads.—New Orleans (La.) 
Item. 

oa * oe 


Wall Street appears to be growing angry with the 
Interstate Commerce Commission. Most people will con- 
clude therefrom that the Commission must be “doing 
good work.” Following is a sample of Wall Stret com- 
ment upon the Commission, taken from the weekly mar- 
ket letter of Watson, Alpers & Co.: 

“Who is running the railroads of this great United 
States? Is it the president of the company, chosen for 
his life-long and tried ability in this particular line of 
work? Is it the general manager and superintendent, 
most of whom have risen from the ranks of the railroad 
world? Is it the trained business man and financier in 
the various boards of directors? Is it the combination 
of all these who have proven to the world at large, as 
well as to the stockholders of their respective companies, 
that they can conduct railroads on a practical and profit 
able basis, or is it the new-found methods of the poli- 
ticians of the country who have framed and are framing 
up laws to so hedge in and control the railroads that 
they must to all intents and purposes be operated by 
the United States’ authorities or by men appointed by 
the government who are in no sense identified with 
railroad administration and subject to a thousand and 
one outside influences?” 

No one will, or can, deny that the railroad presi- 
dents, managers and directors have profitably conducted 
their respective corporations, nor that they—more espe 
cially “the trained business man and financier” in the 
several boards of directors—have put some eight or more 
billions of “wind and water” in the total capitalization 
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of the railroads, upon which practically fictitious capital 
the people must pay interest and dividends in the form 
of advanced passenger fares and freight rates. If the 
Interstate Commerce Commission is endeavoring to pro- 
portion rates to fair returns upon real capital, then it 
is indeed “doing good work,” work which is necessary to 
the welfare of the people and which will reduce the 
abnormally high cost of living. 

Naturally, Wall Street is annoyed, even to the de- 
eree of hot indignation. It doesn’t like the threatened 
interruption of the process of manufacturing multi-mil- 
lionaires through stock watering. Such interference will 
lessen the amount of shares floating for speculative pur- 
poses and thus decrease the business of the Street. 

But the people will gain, if the Commission con- 
tinues to “do good work,” and the losses sustained by 
Wall Street do not concern them. “Let the good work 
o on!”—Findlay (O.) Republic. 

oF a ck 


Undoubtedly a good many people throughout the 
country will be surprised at the results of the Iowa 
Republican convention. They will see in it the overturn- 
ing of established traditions and they will at once con- 
clude that Iowa has experienced a political revolution 
that augurs ill for the future of the party in that state 
as well as in the nation. 

Iowa, known throughout the country as one of the 
dependable Republican states, for years has been the 
scene of some of the hardest and bitterest political battles 
that have ever been fought in the United States. Safely 
Republican in national and state elections, these contests 
have resolved themselves into factional fights for party 
control, rather than political battles against opposing 
parties. 

In this respect Wednesday’s convention does not 
differ from any that has been held in the last decade. 
Here were found the same men who have engaged in 
anti-convention contests for the last score of years; 
some, who formerly were only delegates, advanced to the 
role of leaders and some, who for years have directed 
party affairs, sitting again among the rank and file, all 
fighting for the cause and principles in which they 
believe, 

But the wheels of political fortunes have been turn- 
ing in Republican Iowa, and to-day those men who for- 
merly played the leading role have been assigned to 
secondary parts in the political drama. Some may be 
pleased to call it a political revolution; but this hardly 
seems just. No new methods were employed in the 
conduct of the primaries or convention. There were the 
same players, the same scenes, and the same outcome 
in so far as the method of its attainment is concerned. 
The only difference is that the majority of yesterday 
has become the minority of to-day. Those men, who 
for years have been fighting for the principles they 
believed right, and year after year when the conventiun 
closed found themselves in the minority, their prin- 
ciples ignored in the platform, and their candidates 
largely omitted from the ticket, have found themselves 
harged with the responsibility of party control. 

It is not a revolution, but rather an evolution, based 

the conclusion of Iowa’s peasant population, after 
years of careful study. It is to be hoped that the ma- 
ority of yesterday will prove as virile a minority as were 

leaders of to-day in years gone by; that they will 
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rally under the new party leadership and keep Repub- 
lican Iowa in the path of political progress that in the 
years to come it may aid in blazing the political high- 
way for the nation with as great wisdom and keen 
discrimination as in the past.—Pueblo (Colo.) Chieftain. 


* ck * 


Arthur E. Stillwell, the man who negotiated the 
Kansas City Southern railroad and put the city of Port 
Arthur upon the map, has just returned from Europe, 
where he has been negotiating a loan for another rail- 
road, and says that politics are the bane of this country, 
and so uncertain have things become that it is with 
difficulty that loans can be placed or European moneyed 
men can be interested in American securities. 

It is probable that Mr. Stillwell is mistaken in his 
diagnosis of the case. It is further probable that the 
agitation that has been going on outside of political 
circles for cleaner business methods has much to do 
with the attitude of the Europeans. It is also probable 
that the railroad management of the past, extending 
back to the time of “The Public be D d” Vanderbilt, 
Jay Gould and C. P. Huntington, has had something to 
do with it. 

There is no doubt but that too much politics hurts 
business. Too much agitation takes the attention from 
things material, but the mistake is too often made 
of laying the blame at the doors of the agitators. It is 
a fact that agitation could not last long without a 
foundation, and the men who furnish the foundation are 
the men who are to be blamed.—Beaumont (Tex.) Enter- 
prise. 





* * * 


There is no reason to worry about the financial situ- 
ation. The fact that money is a little “close” this 
summer is really a good thing. Business has been on 
the boom for a couple of years, and it is always neces- 
sary for a rest or a backset, so that speculation can be 
stopped. Of course, it is pleasant to be able to borrow 
all the money that is needed or wanted, but that very 
condition makes everybody optimistic and speculative. 
leads to booms, and will, if not properly checked, lead 
on to bursts. The eastern financial journals speak of 
the speculation in western lands being one of the rea- 
sons for tightening up. The fact is that western mort- 
gages and western bonds have been in such demand the 
last few years that the market was over-supplied, and 
then the investors stopped taking them. That is all 
there is to the stringency in the west. We will simply 
have to quit borrowing so much capital and get along 
on our own profits for a while, which can easily be 
done. It is probable that in a few months the easterners 
will again be crying for western securities. 

In the meantime it is just as well for the west to 
realize that it should get along on its own financial 
basis for a while and not be borrowing money just 
because it is easy. A poor crop year or a general finan- 
cial disturbance would give us a bad setback if we 
were too much spread out and were called upon to pay 
obligations sooner than we expect. Take a little more 
time to making money and not be borrowing so much 
capital. It is tempting to be able to borrow a lot and 
make a profit above the interest, but it js a dangerous 
habit. Anything that stops the habit and calls attention 
to the possibility of having to pay up is a good thing.— 
Hutchinson (Kan.) News. 
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NET FOR APRIL INCREASES Baltimore & Ohio...... 1910 4,501.17 71.36 1,823,804.18 
1909 4,489.22 68.22 1,766,981.) 
Bangor & Aroostook R. 1910 546.43 56.66 113,564.12 
i : es Ms MUG escccats cored é 1909 514.67 57.75 105,046.67 
Reports Filed with Interstate Commerce Commission Boston & Maine*...... ae seeree 4 1,120,28 58 
»599. 7. »117,460.58 
Show Larger Income an in . Buffalo, Rochester & 1910 566.88 93.95 16,123.86 
8 : . th , 1909; Pittsburg R. R. Co... 1909 567.79 61.23 204849 .63 
Operating Rates Higher. Canadian Pacific Lines 1910 4,561.18 65.38 686,939.30 
in the United States. 1909 4,451.66 65.31 562,97 
Chesapeake & Ohio.... + a ,938.80 61.27 963,312.6 
ith tenis ‘ 190 925.80 60.38 803,264.97 
Washington, D. C., August 12.—The summary of the Gnicago & Northwest- 1910 $11.58 71.46 1,368,057.27 
monthly reports of railway operations f BE witnnc ns oe sunenes 1909 ,808.22 71.20 1,212,334.05 
: Aap way operations for April as filed = (.icago, Burlington & 1910 1177964 77.98 1'543,289.39 
with the Interstate Commerce Commission, shows an RE hos own aioe mite 1909 11,693.59 $2.38 1,021,930.25 
. P . “4 ri 7.39 T25 529 ge 
increase in both net operating and total net revenue as Prom ee be re ae 478-61 eee wate 
compared wit ure y. i : hicago, Indianapolis & 1910 615.75 64.46 157,499.55 
P th figures for April, 1909. There was also Louisville Ry. Co..... 1909 615.75 67.48 129'044.99 
an increase in the operating ratio, while outside opera- Chicago, Milwaukee & 1910 9,069.60 67.19 2,006,477.16 
. : 7 =e . . _ * ee ae 1909 1,758.77 66.88 1,308,984,82 
tions showed a deficit of $36,698.65, against a profit of Chicago, St. Paul, Min- 1910 1,738.89 63.70 384,007.65 
171,919.1 ear. neapolis & O. Ry. Co. 190 ,738.89 65.94 311,477.23 
$ 9 last y Cincinnati, Hamilton & 1910 1,039.03 91.06 40,951.88 
The summary of the reports follows: NS Ra tre 909 1,039.03 88.78 42,389.51 
— ——1910. 1909. . 
Per mile Per mile 
Item Amount. of line. Ratio. Amount. of line. Ratio 
Rail operations: Pet. Pct, 
I i... ac Tak ouenh bake telsennkeaeas baad unteinatn ees $157,664,825.74 $663.66 70.00 $136,447,716.44 $586.96 69.40 
EE Re ee Eee eee eee 48,751,674.43 205.21 21.65 43,774,701.88 188.31 2.27 
Se Serre: SONNE, og. oc sce c tet esesmeessaeeenwebebeoce 16,262,982.46 68.46 7.22 14,593,212.75 62.78 7.42 
ee SE nes cans eneccape cnbeuse sebeede-ouss 2,546,113.64 10.71 1.13 1,780,279.86 7.66 91 
TOE) GOP GERED SUVOIITIOR, « 0.0 o:0.6:0.0.00000 000s 60060 006600800 ccc 27 $948.04 100.00  $196,595,910.93 $845.71 100.00 
Maintenance of way and structureS..........cccccccecccccccess $ 33,748,015.31 $142.06 14.99 $ 27,366,938.54 $117.73 13.92 
re oir i les cca dutibiee diene en's re wauebe wees 35,372,661.13 148.89 15.71 30,247,823.66 130.12 15.39 
NS Lai ath bide Caleae sue We We's OWS sds veERED Eb 08 F005 4,664,525.40 19.64 2.07 4,246,590.50 18.27 2.16 
EE ao ss rh 66-0 snl wb anininhe Vase eek makes ses 78,939,594.74 332.28 35.05 67,108,675.48 288.69 34.14 
i E: £UCLEL « deg bee Cua theceedh bec bbb00 000s bbe ebs Ss i 5,838,039.28 24.57 2.59 5,300,781.28 22.80 2.69 
I I no 4.ahns' 0:0 6tUnd 660.0800 obs Sarees bee oe be ebee cee 6,742. 36 .03 wise Dee \wessess om 
ee I INO oo oko 6.5 cn 8 86-08 864. COV ECs 00 Vee ~udi¥L,« $158, 569,578.22 $667.47 70.41 $134,272,594.71 $577.61 68.30 
rn i. So 'dls cable ectpide ec vebeees srbeeercwecs 66,656,018.05 280.57 29.59 62,323,316.22 268.10 31.70 
Outside operations: 
ns; WISE Ws. 605 5 onbS0 svcd A ¥eas bas cn bas Chan eedesee $ 4,354,347.58  $ 18.33 $ 3,917,827.27 $ 16.85 
I oe Ruths oc buhSGak scae} > ddd Kobews b0N be ob ice tha eee' 4,391,046.23 18.48 3,745, 908.08 16.11 
MN, Neca: sds cola oe on ath oo 94 Shab ve se dase w eae ect $36,698.65 $.15 171,919.19 .74 
5. lind. 6c. wie deh ose heecetdebnneehhewe abe 66,619,319.40 900.43 —....- 62,495,235.41 268.84 
rr nD CO on 0. odin Figbis Lila:0c'bo 0s 6We eek. oc bees 60 60% 000s 8,512,802.09 35.83 7,256,333.17 31.22 
a Sn otc wiih as Wc 6 dan Sir GR Me ee koa Mawes a 58,106,517.31 244.50 55,238,902.24 237.62 
i, Ss on:0: 2 hie a beens 69:0 de baw ad Mbin bk odediddesee *237,569.31 4232,462.68 
*Includes 1,729.39 miles not in the United States. tIncludes 1,656.76 miles not in the United States. tLoss. 
With the railroads pleading increased operation costs Delaware & Hudson.... Eo 4 24 ee e.- po ply 
0.4 ‘. 6,o0f4.14¢ 
as justification for an advance in rates, a comparison of Delaware, Lackawanna 1910 1,052.77 52.07 1,446,191.09 
, Be WeGKOED. oe 0000: 1909 1,053.54 56.96 1,193,777.48 
operating ratios becomes unusually interesting. Several penver & Rio Grande... 1910 2,742.20 64.90 616,809.74 
‘ ; , 1909 2,741.02 71.86 438,935.40 
substantial increases are shown; the Santa Fe’s ratio Detroit, Toledo & Iron- 1910 742.09 86.32 19,497.47 
‘ . "7 i . DMD Bs06 is Unid bxihere std ves 1909 742.05 0.22 26,714.63 
jumped from 60.14 per cent last year to 71.31 this apr wi Pass & Southwest. 1916 919:39 57 a8 968,268.11 
the Grand Trunk from 69.04 to 82.38; the Union Pacific UE nae neta teenies tes 1909 884.73 56.32 277,827.58 
a - ; Elgin, Joliet & Eastern i910 780.83 66.72 234,157.85 
from 52.27 to 58.07. The highest ratio was that of the Ws WO nescgkccaes te 1909 9 142-24 61.15 217,704.08 
aa : OS. tease eUiMcsbieews 1910 532.37 66.94 1,298,956.02 
San Pedro, 132.21; of course, the conditions on this line P™™¢ 1909 2°472°72 69.06 1°131/304.13 
: : i 3.47 4 9 917.70 
during the winter months were unusual, and this figure i ie —_ 1909 584.07 40:10 251.2511) 
i j Grand Trunk of Canada 1910 1,570.81 $2.38 »246.3 
could not be taken as any fair basis of comparison. On ogee ae ic amenep 1909 1'470.22 «69.04 980 °768.47 
the other hand, certain of the larger railway systems _ Great Northern§ ube es 1910 17,197.42 71.57 1,214,622.65 
. B 1909 7,028.59 67.14 1,110,981.13 
report a decreased operating ratio this April as com- Hocking Valley ....... 1910 525.00 80.93 98,469.50 
‘ 1909 1,057.40 77.48 147,901.45 
pared with the same month last year. Notable Neeiptrne Illinois Central ........ 1910 8,245.62 79.67 1,018,524.68 
these are the Chicago, Burlington & Quincy, which re- 1909 8,245.62 78.63 970,015.37 
P 9 " International & Great 1910 1,159.50 91.03 38,566.50 
duced its ratio from 82.38 to 77.96; the Lackawanna, from Northern R: R. Co... 1909 1,169.50 89.66 50,588.09 
56.96 to 52.07; the Denver & Rio Grande, from 71.86 to Jewa Central Ry. Co... j9t0 = 58.4584 88 arses: $3 
64.90; the Erie, from 69.06 to 66.94; the Missouri Pacific, Kansas City Southern.. 1910 859.68 65.32 266,903.02 
ss 1909 859.37 60.83 274,286.26 
from 80.33 to 76.73. 


A complete summary of the mileage operated, oper- 
ating ratios and total operating incomes follows: 


Designation of system 
or road. 


Alabama, New Orleans, 
Texas & Pac. Junct.. 
Atchison, Topeka & 
ae 
Atlanta, Birmingham " 
Atlantic R. R. Co 
Atlantic Coast Line. 


Mileage Operating Operating in- 


April, operated. ratio. come (or loss). 
Miles. Per cent. 
1910 510.15 69.04 $ 147,641.32 
1909 510.15 74.86 99,907.21 
1910 10,112.53 71.31 2,379,970.52 
1909 10,042.83 60.14 2,935,357.97 
1910 670.46 81.96 26,768.13 
1909 642.00 90.76 9,193.24 
1910 11,404.97 69.10 2,461,969.29 
1909 11,221.67 67.38 2,115,088.31 





*Includes 57.28 miles not ir the United States. 


+Includes 1.12 miles not in the United States. 


§Includes line operated not in the United States, amounting 
30, 1910, and 503.14 miles on April 30, 


to 575.77 miles on April 


tLoss. 
Designation of system 
or road. 
Lehigh Valley R. R. 
IY Aare 
Minneapolis & St. Louis 
ye i Sep ee 
Missouri, Kansas & 


Texas Ry. 
Missouri Pacific 


1910 
1909 
1910 
1909 
1910 
1909 
1910 
1909 


ratio. come (or los 
Miles. Per cent 

1,441.02 54.57 $1,380,445 
1,446.22 57.15 1,133,991 
1,027.04 77.28 72,178 
1,027.04 89.21 16,265 
3,072.21 79.73 358,886.58 
3,072.21 69.94 554,873 
7,219.19 76.73 805,515 
7,178.33 80.33 609,2 


Mileage Operating Operating in- 
April, operated. 


Augus 


New Y 
New y 

& Hi 
Norfoll 
Norfol 
Northe 
Penns} 
Pere ] 


Co. || 
Readir 


Rock ] 
St. Lo 


ciscc 
St. Lo 


San A 
Pass 
San P 
& Si 
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Souths 
Souths 
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Toled 
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Union 
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Weste 
"I 

I 
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ledo 
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, No. 7 


23, $04.18 
66,981.81 
13,564.12 
05, Hy 67 
20,2 8 
17/460 8 
16,123.86 
04,849.63 
586,939.30 
62,971.21 
963,312.60 
803,264.97 
$68,057.27 





129° 044.29 
006,477. 16 
308,984.83 
384,007. 65 
311,477.23 

40,951.88 

42,389.51 





e 
Ratio. 
Pct. 
69.40 


9 “7 


B 

1 2.27 
8 7.42 
6 91 
1 100.00 
8 13.92 
9 15.39 
7 2.16 
39 34.14 
0 2.69 


3168.30 
10 31.70 


769,475. 07 
698, 372.13 
1,446,191.09 
1,193,777.48 
616,809.74 
438,935.40 

19,497.47 
26,714.63 
268, 268.11 
277, 827. 58 
234,157.85 
217,704.09 
1,298,956.02 
1,131,304.13 
313, 217 70 


280,768.4 
1,214,622.65 
1,110,981.138 

98,469.50 

147,901.45 
1,018,524.68 

970,015.37 

88,566.50 
50,588.09 
30,380.07 
15,835.33 
266,903.02 


274,286.26 


Ss, amounting 


April 30, 1909 


Operating in- 


ome (or !oss) 


$1,380, 448.96 

1,133,991 
72,178.21 
16,265.32 
858,886.58 
554,873.: 
$05,515 
609, 258.¢ 


August 13, 1910 


New York Centralf.... 1910 13,159.13 73.59 
1909 12,469.54 70.06 

Ne w York, New Haven 1910 2,877.12 64.75 
2 ares 1909 2,890.93 65.33 


4,386,136.70 
4,662,108.95 
1,862,838.36 
1,735,150.24 


No folk & Southern Ry. 1910 602.29 57.23 98,202.88 
HgW ee bsces cee eee 1909 581.72 58.55 85,473.40 

srfolix & Western. 1910 1,989.73 60.85 1,114,971.65 
1909 1,954.22 61.28 850,743.84 


Northern Pacific ...... 1910 6,101.04 68.84 


1909 5,947.36 59.16 
oe cesiveceees 1910 11,113.41 75.73 
1909 11,154.87 73.41 


1,553,278.78 
2,012,500.52 
5,508,686.36 
5,520,058.22 


Pennsylvania 


Pere Marquette R. R. 1910 2,328.34 70.00 334,644.27 
Ce dnkene agin uo een 1909 2,341.49 71.56 288,899.59 
eat bitickss0cticeks 1910 2,164.89 55.94 2,840,909.14 
1909 2,165.15 55.26 2; 496,106.60 

Rock Island ........... 1910 8,038.10 85.50 469,511.74 


1909 8,056.74 69.56 
St. Louis & San Fran- 1910 6,792.25 71.64 


CINCO. voscccccwscesege 1909 


1,209,599.39 
1,034,502.94 


6,529.58 61.74 1,365,074.92 

St. Louis Southwestern 1910 1,576.20 86.07 81,439.86 
1909 1,569.70 90.64 46,764.86 

San Antonio & Aransas 1910 727.00 88.14 24,315.90 
PONS Bs Doc cucdens 1909 727.00 81.52 46,494.37 
San Pedro, Los Angeles 1910 979.40 133.21 $119,889.41 
& Salt Lake R. R. Co. 1909 1,099.25 61.26 253,994.39 
Seaboard Air Line Ry.. 1910 3,012.89 64.47 575,296.51 
1909 2,986.88 69.20 413,237.20 

BoutheG 6. oe bans cvcneer 1910 9,741.00 70.12 1,738,727.25 
1909 9,739.03 70.05 1,508,695.70 

Southern Pacific ....... 1910 10,032.39 63.74 3,294,245.38 
1909 9,952.63 60.21 3,388,115.55 

Spokane, Portland & 1910 542.28 52.55 191,797.28 
Oa te 1909 395.44 64.62 54,413.57 
Texas & Pacific.......... 1910 1,990.64 84.10 155,655.13 
1909 1,990.64 86.93 101,884.91 

Toledo, St. Louis & i910 1,448.80 67.91 328,644.83 
VOL: ~-w-0-e-we vce eens 1909 1,448.80 63.15 401,683.03 
Union POCIGC ...ccrccee 1910 6,616.46 58.07 2,832,376.82 
1909 6,199.30 52.27 2,710,424.23 

WARGR ose's vtacsave 1910 3,121.10 81.64 405,420.09 
1909 3,104.93 79.27 447,637.96 

Western Maryland .... 1910 575.53 53.89 285,716.19 
1909 576.58 65.14 148,281.65 


‘Includes 491.25 miles not in the United States. 


Includes 359.67 miles not in the United States. 
tLoss. 


+Includes 244.30 miles not in the United States. 


Toledo Traffic Men Have Outing 





Toledo, O., August 12.—The annual outing of the To- 
ledo Transportation Club was held at Sugar Island last 
Saturday, and was well attended by members and friends 
of the club, the return trip being made via the steamer 
“Greyhound.” 

The principal feature of the day was the ball game, 
which resulted in a score of 11 to 8 in favor of the 
shippers. Batteries for the railroad men were Rheiner, 
Murphy and Thatcher; shippers, Macomber and Fox. 

The former president of the club, J. F. Youse of 
Charleston, W. Va., and former treasurer, Mr. W 
of Detroit, were among those who attended. 

The reports of the secretary showed the club to be 
in a prosperous condition, with 197 members. The ap- 
plications of five members were passed upon at the 
business meeting held in the Island Grove. 


High Pay for Rate Men 


. Rogers 





New York.—It is predicted by a traffic man that 
Owing to the exactions by the Interstate Commission’s 
regulations the railroads will be forced to pay higher 
Salaries than they have for experts employed in figuring 
rates. Every rate quoted must be in writing or printed. 
This throws a big responsibility upon the men who do 
the work, and it takes a mighty good man to hold down 
what is known as the rate desk. It has the effect of 
commanding for them higher appreciation of their work 
than has been expressed in the salaries paid them. 

If rate legislation continues in the future as it has 
in the past, the making and quoting of rates will become 
Such a problem that only the very best men will be 
employed upon the work. Such competent men are none 
too numerous, it is asserted, as a result of which the 
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railroads are finding it no easy matter to get them, as 
more of them have to be employed than formerly, more 
especially on the systems. Consequently they will have 
to be paid better salaries to get them, some of them 
being engaged in other lines of employment now that 
yield them better financial returns. 

The situation is not relished by the carriers, but 
they have no alternative except that which has been 
mentioned. The individual making these statements says 
that “every man connected with traffic affairs has to 
follow his game like a college professor.” Circulars are 
issued daily by the Commission, each of which has 
to be carefully read, comparisons made with others 
relating to the same subject, corrections made, and 
then the circular must be properly filed for ready and 
frequent reference. This is constantly going on, and 
the eventual outcome of it is a matter of much specu- 
lation.—Cincinnati (O.) Enquirer. 


Would Modify Railroad Lease 


Albany, N. Y., August 12.—The public service com- 
mission, second district, has received an application from 
the Dunkirk, Allegheny Valley & Pittsburg Railroad com- 
pany and the New York Central & Hudson River Rail- 
road company for leave to modify the lease of the 
railroad of the first-named company, and also for an 
order authorizing the Dunkirk, Allegheny Valley & Pitts- 
burg, to execute a mortgage to secure its 4% per cent 
fifty year first mortgage bonds to an amount not ex- 
ceeding $5,000,000. 

The Dunkirk company extends from the city of 
Dunkirk to Titusville, Pa., a distance of 90.51 miles. By 
lease of January 3, 1873, the railroad was leased by the 
New York Central for a term which will expire Decem- 
ber 1, 2378. As rental, the New York Central has agreed 
to pay the interest on the bonded debt of the Dunkirk 
company, amounting to $2,900,000, and 1% per cent per 
annum on $1,300,000 of its stock. The bonds bore in- 
terest at the rate of 7 per cent and are now past due. 

The parties to the lease desire to modify the terms 
so as to provide that from and after August 1, 1910, 
the New York Central company shall pay as rental, in 
addition to 1% per cent per annum on the stock, the 
interest upon such bonds as from time to time, at the 
request of the New York Central, may be issued by the 
Dunkirk line to refund its existing bonded debt and for 
other corporate purposes. The Dunkirk company asks 
for permission to issue at present bonds to the amount 
of $2,900,000. The proceeds of the bonds now to be 
issued are to be expended for the purpose of taking up 
bonds of the predecessor companies of the Dunkirk, 
Allegheny Valley & Pittsburg Railroad company, namely, 
the Dunkirk, Warren & Pittsburg Railway company and 
the Warren & Venango Railroad company. 








TRAFFIC MANAGER WANTED 


The Traffic Bureau of the Spokane Merchants’ Association 
wants a Traffic Man of experience to manage their freight 
bureau. Give experience in railroading, also in handling 


freight bureaus, if any. Give references and name salary 
wanted. Address 


Freight Bureau, Spokane Merchants’ Association, 
Spokane, Washington. 
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BRIDGEPORT, 


Co. 
CLEVELAND, 


COLUMBUS, 


DENVER, 














Directory of Transfer Agents, 
Warehousemen, 


CATHCART TRANSFER 
& STORAGE CO. 


ATLANTA, 


GA. 





BIRMINGHAM TRANS- 
FER & TRAFFIC CO. 


BIRMINGHAM, 


ALA. 





LATTIN TRUCKING & 
STORAGE CO. 


CONN. 


MACHINERY EXHIBI- 
TION WAREHOUSE 
37th St. and Ashland Ave. 
CHICAGO, 


ILL. 





CLEVELAND STORAGE 


OHIO 


BUCKEYE TRANSFER & 
STORAGE CO. 


OHIO 


COLORADO WARE- 
HOUSE CO. 


DENVER, 


COLO. 





DENVER TRANSIT & 
WAREHOUSE CO. 


COLO. 





THE E. BALF CO. 
HARTFORD, 


CONN. 





E. S. BELDEN & SONS 
HARTFORD, 


CONN. 








THE TRAFFIC WORLD AND TRAFFIC BULLETIN 


GEORGES EXPRESS CO. 
HARTFORD, 


CONN. 





MISSOURI STORAGE & 
TRANSFER CO. 


KANSAS CITY, MO. 
GE ORO 


DARRAGH WARE- 
HOUSE CO. 


LITTLE ROCK, 


ARK. 





CALIFORNIA WARE- 
HOUSE CO. 


LOS ANGELES, 


CAL. 





COMMERCIAL WARE- 
HOUSE CO. 


LOS ANGELES, 


CAL. 





PATTERSON TRANS- 
FER CO. 


MEMPHIS, TENN. 





F. A. WALSH & CO. 
MILWAUKEE, 


WIS. 





THE PECK & BISHOP 
co. 


NEW HAVEN, 


CONN. 





WARWICK - THOMSON 
CO. | 


654-660 West 34th St. 
NEW YORK 


OMAHA VAN & STOR- 
AGE CO. 


OMAHA, 


NEB. 





Freight Forwarders, 
Custom House Brokers, etc. 









Vol. VI, No. 7 


PHILADELPHIA WARE- 
HOUSE CO. 


PHILADELPHIA, PA. 





0. E. JONES 
PROVIDENCE, R. I. 





PROVIDENCE WARE- 
HOUSE CoO. 


PROVIDENCE, R. I. 
PRE LE EE EB 


CAPITAL & SACRAMEN- 
TO TRANSFER VAN 
& STORAGE CO. 
SACRAMENTO, 


CAL. 





SALT LAKE TRANSFER 
Co. 


SALT LAKE CITY, UTAH 
RATS SESE IE 


CALIFORNIA SHIPPING 
Co. 


SAN FRANCISCO, CAL. 
PAAR OTT 


PACIFIC SHIPPING CO. 
SAN FRANCISCO, CAL. 





GEORGIA LIGHTERAGE 
& TRANSFER CO. 


SAVANNAH, GA. 





AMERICAN STORAGE & 
MOVING CO. 


ST. LOUIS, MO. 





THE TOLEDO WARE- 
HOUSE CO. 
1309-19 Lagrange Street. 
TOLEDO, OHIO 
OL A ELE ERE AM 


M 


Q 
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Directory of Transfer Agents, Freight. 
Forwarders, Warehousemen, Custom 
House Brokers, etc. 





BINGHAMTON, N. Y. 


MERCHANTS’ WAREHOUSE COM- 
PANY. Storage, transfer and for- 
warding. The Quackenbush Company. 


—_———_—_—_—_—_—_—_—_—— ee 


BUFFALO, N. Y. 


BUFFALO STORAGE & CARTING 
CO., 350-556 Seneca St. “Unsurpassed 
facilities” for storing, handling, trans- 
ferring and forwarding goods. Tele- 
phone No. 683. 


———_———— TT 


CHICAGO, ILL. 


BELT LINE TRANSFER & STORAGE 
CO., warehouses located at 76th and 
Wallace Sts., on Belt Railway; office, 
4 Sherman St.; do a general storage 
and transfer. business; issue nego- 
tiable warehouse receipts, good at any 


bank. 
JUDSON FREIGHT FORWARDING 
CO., INC., 443 Marquette Bldg. Car- 


load distribution to all railroads at 
Chicago without teams; L. C. L. ship- 
ments of machinery forwarded at re- 
duced rates to all principal western 
and Pacific Coast points. 


MIDLAND WAREHOUSE & TRANS- 
FER CO., 43d and Robey Sts. Belt 
line warehousing and reshipping with- 
out teams. Carloads received rail or 
lake and reshipped rail, L. C. L., at 
Chicago rates. Insurance rate, 29c. 


G. W. SHELDON & CO., Monadnock 
Block. Import and export freight con- 
tractors, warehousemen and insurance 
agents; custom house brokers and 
custom house attorneys. 





DALLAS, TEX. 


W. M. EDWARDS, JR., 113 Austin St. 
General transfer and forwarding 
agent; reshipping; storage; ware- 
house. Carloads or less consigned to 
our care will be delivered promptly. 





DENVER, COLO, 


VENVER STORAGE WAREHOUSE 
CO., 1521-31 20th St. Merchandise 
stored and forwarded. Insurance at 
special rates. Consignments solicited. 





DETROIT, MICH. 


E. FERGUSON CO., LTD., foot of 
Fourth St. Authorized cartage agents 
for the MICHIGAN CENTRAL R. R. 
CO. Genera] cartage and forwarding. 


Special attention to carload distribu- 
tion. 


H. J. READING TRUCK CoO., 57 East 
Woodbridge St. Authorized cartage 
igents for the Wabash and Canadian 
Pacific railways and for the Anchor 
Line steamers. Special attention given 
to distribution of carload freight for 
‘wo or more parties. Merchandise de- 
livered as ordered. 





ELMIRA, N. Y. 


SLMIRA STORAGE & SUPPLY CO. 
General storage, transferring and for- 
warding. Warehouses accessible to 
all railroads. Prompt service. 





KANSAS CITY, MO. 


K. & M. STORAGE CoO., Ninth and 

Santa Fe Sts. 

Track connection with all roads en- 
tering city. 

Carloads stored, distributed and re- 
shipped. 

Track capacity, eight cars a day. 

Low insurance, prompt, satisfactory 
service, 

Bonded in accordance with state laws. 


TERMINAL WAREHOUSE CoO., 24th 
and Broadway, on Kansas City Belt 
Railway. 

Reinforced concrete building. 

Carloads stored, distributed and re- 
shipped. 

Absolute safety in storing. 

Prompt and careful service in dis- 
tributing and reshipping. 

Insurance, 25c per $100 per annum. 


LOS ANGELES, CAL. 


LOS ANGELES TRANSFER CO., 830 
S. Broadway. Baggage and freight 
distribution; consignments and car- 
loads our specialty. Established 1885. 


LOUISVILLE, KY. 


LOUISVILLE PUBLIC WAREHOUSE 
COMPANY, INC. Import and export 
freight contractors, transfer and re- 
shipping agents, custom house brok- 
ers. Bonded and free warehouses, 





ST, LOUIS, MO. 


ASHLEY WAREHOUSE Co. 
and general storage. Drayage facili- 
ties. Cars promptly handled. Custom 
house entries attended to. Insurance 
18c. Track connections. 


BONDED EXPRESS & TRANSFER 
CO. Distributors of bulk shipments, 
carloads or less. Consignments so- 
licited. 


Bonded 


SALT LAKE CITY, UTAH. 


A. STIEFEL PIONEER TRANSFER, 
615 Tribune Bldg. General transfer 
and distributing agents. Carload dis- 
tribution our specialty. Reliable and 
prompt, Established 1872. 





SAVANNAH, GA. 


SAVANNAH WAREHOUSING co. 
Wholesale distributors and manufac- 
turers’ agents. Modern brick ware- 
house and unexcelled transportation 
facilities. We make a specialty of 
representing manufacturers carrying 
goods at Savannah for supplying 
southern trade. Prompt attention 
given carload shipments for distribu- 
tion. Drayage. 


SCRANTON, PA. 


MERCHANTS’ WAREHOUSE co. 
Commercial storage, transfer and for- 
warding; railroad sidings. The Quack- 
enbush Co., proprietors, 





WILKESBARRE, PA. 


MERCHANTS’ WAREHOUSE co. 
Storage, transfer and forwarding. 
The Quackenbush Co. 


LEADING COMMERCIAL AND 
TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road commissions and transportation 
companies in promoting and sec 
better understanding by the public an 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 
Membership—Those eligible as members 
are traffic directors, managers, com- 
missioners or other officials in charge 
of traffic of industrial or commercial 
organizations and traffic officers of rep- 
resentative shipping concerns in the 
United States. 


Officers 
J. C. Lincoln, President 
Comm’r Merchants’ Exchange Traffic 
Bureau, St. Louis, Mo. 
W. M. Hopkins, Vice-President 
Mer. Transp. Dept. Board of Trade, 
Chicago, Ill. 
. E. Cooke, Secretary-Treasurer 
T. M. Automatic Electric Co., Chi- 
cago, Ml. 


ILLINOIS. 

Lake County Manufacturers’ Association, 
E. P. Sedgwick, Pres., Waukegan. 

National Assoclation of Agricultural Im- 
a ag and Vehicle Manufacturers, 

. J. Evans, Sec., Chicago. 

Sterling Manufacturers’ and Shippers’ As- 
sociation, in charge of traffic of indus- 
tries at Sterling and Rock Falls, Ill, 
E. F. Lawrence, Pres., W. K. Palmer, 
Vice-Pres., J. W. Platt, Sec. Treas., W. 
E. Long, T. M. 


MINNESOTA. 


Northern Pine Manufacturers’ Assocla- 
tion, J. E. Rhodes, Sec., Minneapolis. 


MISSOURI. 


Business Men’s League, P. W. Coyle, 
Comm’r, 614 Bank of Commerce Blidg., 
St. Louis. 

Commercial Club, F. W. Maxwell, Comm’r, 
St. Joseph. 

Kansas City Transportation Bureau of the 
Commercial Club, H. G. Wilson, Trans. 
Comm’r, 105-6-7 Board of Trade Bldg., 
Kansas City. 


NEW YORK, 
Albany Chamber of Commerce, Wm. B. 
Jones, Sec., 95 State St., Albany. 
National Wholesale Grocers’ Association, 
A. H. Beckman, Sec., 6 Harrison St., 
New York. 


OHIO. 


Cleveland Chamber of Commerce, Munson 
Havens, Sec., Cleveland. 


WISCONSIN. 
Merchants’ and Manufacturers’ Assocla- 
tion, Wm. G. Bruce, Sec., 46 University 
Bldg., Milwaukee. 


TRAFFIC CLUBS 


The Traffic Club of New York, Chas. F. 
Moore, Pres.: C. A. Swope, Sec. 

The Traffic Club of Chicago, John T. 
Stockton, Pres. Guy S. McCabe, Sec. 


| The Traffic Club of Philadelphia, Edw. 


Knight, Pres. H. C. Trumbower, Sec. 
The Traffic Club of St. Louis, Geo, J. 
Tausey, Pres. A. F. Vessen, sec. 
The Traffic Club of Pittsburg, O. M, Ells- 
worth, Pres. T. J. Walters, Sec. 


| The Transportation Club of Indianapolis, 


L. J. Blaker, Pres. L. E. Stone, Sec. 

The Transportation Club of Louisville, 
Alfred Brandeis, Pres. W. E. Cham- 
bers, Sec. 


| The Transportation Club of Toledo, J. F. 


Ryan, Pres. K. D. Kielholtz, Sec. 
The Traffic Club of St. Paul, J. R. Jones, 
Pres. A. L, Bowker, Sec. 
The Traffic Club of Newark, Chas. Mil- 
bauer, Pres. E. G. Weil, Sec. 
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McGUIRE-CUMMINGS MFG. CO. 


CHICAGO, ILL. 














Vo 


BOARD ARMSTRONG CS. 
E HOUSE PURE APPLE CIDE? VINEGAR 





TANK CARS | 
FREIGHT CARS 


Steel and Wood Construction. Special and Standard Designs. 


CA BOOSES 
ALL TYPES SPECIAL EQUIPMENT 


DERRICK CARS CONSTRUCTION CARS 
CREOSOTING CARS LOGGING CARS AND TRUCKS 


SPECIAL TRUCKS OF ALL CAPACITIES 
| Works: CHICAGO, PARIS, ILL. General Office: CHIGAGO 


WRITE FOR NEW CATALOGUE 











